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Japan Can Be Assisted 
Through Red Cross Contributions 


LECTRIC railway men the world over will feel a 

special sympathy for Japan in its disaster. Tokyo 
is a city of many small homes and consequently of mag- 
nificent distances. This has necessitated an extensive 
transit system in the city, in addition to the electric 
interurban railway between Tokyo and the port of Yoko- 
hama, 17 miles away. The existence of extensive water 
powers in Japan has encouraged electrical develop- 
ment also throughout the empire. In consequence, 
Japanese railway engineers and transportation officials 
have become close students of what is the best practice 
in other countries, and many of them have gained many 
friends in Europe and America during visits to these 
continents. 

Details are not available yet of the effect of the earth- 
quake and fire on the transportation systems of Yoko- 
hama and Tokyo, but in such a widespread catastrophe 
they could not have escaped serious damage. The Red 
Cross has already set in motion relief measures, and 
readers of this paper cannot show their sympathy with 
Japan in a more practical way than by contributing 
to that fund. 


Designing the Car to 
Speed Up Schedules 


HAT increasing attention is being shown by oper- 
ators to means for facilitating speedier operation 
of trolley cars is evidenced by the studies made in 
Chicago to analyze passenger movements in boarding 
and alighting from cars, as described in the issue of 
ELECTRIC RAILWAY JOURNAL for Aug. 25. These studies, 
involving an elaborate series of tests, were made in 
order to determine the relative advantages of the single- 
door versus the double-door safety car in facilitating the 
interchange movement of passengers. Out of this test 
also came a method for quickly determining the fitness 
of any type of car for the particular traffic on a given 
line. 
With the increase of traffic of all kinds on busy city 
streets while street car business is simultaneously grow- 
ing, studies of this character help in a constructive way 


_to bring about the use of such cars as can handle the 


traffic presented, not only at the same speeds as hereto- 
fore in spite of increasing congestion, but at higher 
schedule speeds. It is significant that the schedules can 
be increased in ways such as this without any higher 
‘speed while in motion, and with the same motor capacity. 


_ The gain is entirely in eliminating time wasted in stops. 


Although the time saving at each individual stop is 
small it is a great amount in the aggregate. If a car 
is making a schedule of 10 m.p.h. with ten stops per 
mile, the saving of but one second at each stop will give 
an increase of about 3 per cent in the schedule speed. 


In a railway system of considerable size it will be pos- 
sible to utilize most of this gain, so that operating 
expenses can be reduced or service can be increased 
almost in proportion. And if the cars are designed 
right in the first place it can all be accomplished at no 
cost whatever. i 

Today, with the small margin that exists between 
income and outgo, careful attention to such factors as 
this is of vital importance, as the success of the industry 
depends on giving good and fast service at the lowest 
consistent cost. Other industries have been obliged to 
recognize changing conditions and have adapted them- 
selves to keep in step. The street railway should in its 
function of a public utility continue to be a leader in 
this direction. In other words, the need to modernize 
was never so great as today. 


Preparations to Combat Snow 
Are as Necessary as Ever 


EW people are aware of the frequency or real extent 

of the snowfall in their own locality. There is a 
widespread popular belief in many parts of the country 
that less snow falls now than was the case years ago. 
Some electric railway men even, who should have been 
disillusioned by bitter experience, share this belief. The 
prevalence of the idea that winters are less severe often 
tends to permit laxity here and there in taking adequate 
precautions to keep railway lines open. Here is a good 
place to practice thorough preparedness, and considera- 
tions of this matter are now in order, even though it 
may be 104 deg. in the shade on the day this issue of 
the JOURNAL reaches its readers. 

Statements and figures of the United States Weather 
Bureau entirely contradict the theory of milder winters. 
Their records show that there is no outstanding trend 
either way. In fact, the seasonal snowfall is an ex- 
tremely variable quantity. For example, the winter 
of 1918-1919 established a low record at New York. 
The very next winter, however, snowfall was far in 
excess of the average. At Philadelphia during the five- 
year period from the fall of 1913 to the spring of 1918 
more snow fell than in any other similar period of which 
there is record. 

The heaviest single winter known to the New York 
weather bureau was that of 1892-1893. On the other 
hand the ground was snow covered in 1919-1920 for a 
greater number of consecutive days than ever before. 
In New England the winter of 1915-1916 was the equal 
of many historic snowy ones. At Chicago 64 in. of snow 
fell in 1917-1918. 

The lesson to be learned from these facts is. that pre- 
cautions to combat winter snow storms are as necessary 
as ever. Every railway needs an adequate equipment of 
plows and sweepers. Moreover, a comprehensive snow- 
fighting plan, such as is described elsewhere in this 
issue, is likely to prove of value. Auxiliary apparatus, 
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ice cutters, track scrapers, snow loaders, etc., have their 
places, too. Money spent to provide proper snow-fight- 
ing equipment will usually be saved by subsequent free- 
dom from tie-ups. 


Helping to Develop Buses on a 
Sound and Legitimate Basis 


LECTRIC railway men will be interested to note 
the respective policies of the several bus papers 
regarding the relation of different types of transporta- 
tion, as indicated in the following quotations from their 
editorial pages. 
Bus Transportation, discussing the New Jersey situa- 
tion and the plan of settlement proposed by the railway, 
has this to say: 


Considering only the bus aspects of the plan, at its foun- 
dation is the recognition that transportation, like electricity 
and gas, to be sold most economically and with the greatest 
satisfaction to the user, must not be supplied by separate 
organizations under competitive conditions. Bus Trans- 
portation believes that only through proper co-ordination 
of bus and rail can the best interests of the public and of 
the two types of transportation be met. p 


Better Buses, the first issue of which has just recently 
appeared, states its policy in the first editorial as 
follows: : 


We believe that the motor bus should be regarded as a 
major transit facility, rather than merely as a feeder to 
other modes of transportation, even though these have long 
served a useful purpose and are continuing thus to serve. 

. Highways are built for the public and should be 
open to every useful business undertaking. We join with 
those who see injustice in singling out motor bus lines for 
taxation, from which other commercial users of the public 
highways are exempt. .. . 

We do not expect that all will agree with this outline of 
policy. It must be admitted, however, that the views herein 
expressed reflect the opinion of the large majority of motor 
bus owners. Moreover, our attitude is such as will appeal 
to the spirit of fairness. This being so, those who now 
dissent from it must eventually yield. 


National Taxicab and Motorbus Journal shows its 
knowledge of the past history and fundamentals of 
transportation this way: 


Where a responsible operator of a motorbus or motor 
freight line, or both, stands ready to render service between 
points now inadequately served by rail, or on the other 
hand, adequately served at a loss to the operating rail line, 
it is a fallacy absurd and uneconomic to refrain from grant- 
ing the newer and cheaper form of transportation service 
permission to function. 

A few of the narrow-minded rails are constantly becloud- 
ing the issue with specious arguments of various kinds. By 
so doing they show themselves unable to rise to the 
occasion. 

Motor transportation has a long way to go before it will 
entirely supplant the rails, if ever it will. The narrow- 
minded element of the rail camp might well bear in mind 
that the rail and the motor vehicle are not attempting to 
crowd each other from the field of public patronage, but 
are agencies capable of developing side by side and of 
finding their own broadest field in joining resources for the 
perfecting of the public service of transportation. And 
this can be done as competitors—there is no need what- 
soever of listening to the fallacy that transportation is a 
natural monopoly. 


Bus Transportation has based its program on long 
experience and knowledge in the passenger transporta- 
tion business, with full appreciation of the desirability 
and the necessity of encouraging new development to 
the fullest extent. During its almost two years of 
existence, it has made a consistent effort to spread the 
philosophy of co-ordinated rather than competitive serv- 
ices, and railway men should thus be able to appreciate 
the value of this paper to them, not only as a service to 
help them in their own bus enterprises but also as an 
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exponent of sound bus development. And the paper is, 
for the same reason, of just as great service to the 
independent bus men, for the philosophy of co-ordina- 
tion of buses with other transportation lines is best for 
bus as well as railway and is in fact the only sound 
basis on which bus men can develop their service if 
they hope to create a substantial business. It is just a 
matter of plain economics, provided a community does 
not choose to subsidize one form of transportation while 
penalizing the other. 

It is increasingly evident, after all, that it is a good 
thing it was the McGraw-Hill Company that started 
Bus Transportation, and started it early, and made it. 
easily the leading paper in its field. 


Proper Assignment of Cars 
May Result in Large Economy 

OR best results the equipment on each street car 

route, or sometimes on a group of routes, should be 
uniform, for the speed of an entire line is determined 
by the slowest cars assigned to it. This speed may 
be determined by the characteristics of the motor equip- 
ment, or it may be fixed by the time taken at stops. 
Little argument is needed to show that cars capable 
of making a fast schedule should not be held down by 
those of slower types. Sometimes a line can be speeded 
up as much as 10 per cent in this way. 

Car capacity is a second factor that merits considera- 
tion. The change from a car with a seating capacity of, 
say, thirty-nine to one with forty-four seats may make 
possible a lengthening of rush-hour headway from one 
and one-half to two minutes. Not only is a reduction 
in street congestion effected thereby, but the use of 
fewer cars in the rush hour makes the question of trip- 
per runs less serious. 

Another important feature of the car assignment — 
problem is its reaction upon the public. Car riders 
notice the appearance, both interior and exterior, of the 
vehicles in which they ride every day. If the cars are 
all alike and the type is a reasonably satisfactory one, 
the regular patrons are likely to be satisfied. On the 
other hand, if four or five different types of cars are 
operated on a single line, this fact is noticed at once. 
Patrons are likely to think that the railway is operating 
“a lot of old junk” on their line. The presence of even 
a single car of unusual type, such as a car with longi- 
tudinal seats where cross-seats are customary, may 
seriously disturb the complacency of the regular riders. 

Traffic conditions on different car lines seldom are 
exactly alike. The work of the traffic engineer should 
determine the characteristics of each route and obtain 
as much information as possible regarding its needs 
in the way of equipment. He will have to work in 
co-operation with the transportation and mechanical 
departments, of course, since many questions arise 
that must be settled by them. It is plain that there 
will be need for compromises, particularly when there 
are several types of cars to be used that have widelv 
different characteristics. 

While the traffic engineer usually can determine the 
type of car best suited to the service on any particular 
line, few railways having cars of differing ages and 
various designs will have a sufficient number of each 
available to equip each line with cars of the desired 
type. The fact that the ideal is impossible of attain- 
ment should not, however, deter the management from 
going as far as it can in that direction. 
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While the Storm Lasts Plows Are Used on the Suburban Lines 


Sweeper Routes Are Shorter in This Kind of Territory 


Fixed Snow Sweeper Routes 


Are Desirable 


A Carefully Prearranged Plan to Combat Winter Storms 
Has Proved Its Worth on Many Occasions—Plows Are 
Used Also as Levelers—Scrapers on Cars Are a Help. 


EVERAL years of experience with a comprehensive 
set of eighty-nine sweeper and twenty-six plow 
routes, covering the entire Public Service Railway 
system in New Jersey, has demonstrated the value of 
this method of handling the snow-fighting problem. The 


work of snow removal has been more efficiently per- - 


formed, and delays and interruptions to service have 
been reduced in number because of the more frequent 
and more thorough clearing of snow from the tracks. 

A set of snow-sweeper routes is made for each operat- 
ing division, the number of routes depending upon the 
number of sweepers available, and the trackage of the 
division being divided-into as many parts as there are 
routes. The mileages of the several routes are made 
approximately the same, but inequalities of length 
sometimes occur due to the character of the territory. 
Track in the open country where snow drifts deeply 
is likely to be more difficult to keep clear than is city 
track, and the sweeper routes should in such cases be 
made shorter. Less mileage may be assigned to an 
older and weaker machine, if that course appears to 
be desirable. No attempt is made to have the snow- 
Sweeper routes coincide with routes used in actual 
passenger operation. - y 

After all the trackage of the division has been 
assigned to the various sweepers, the routes are grouped 
together, each carhouse being made responsible for 
those in its particular vicinity. A table is then pre- 
pared showing the numbers of the routes, the names 
of the carhouses from which they operate, and an exact 
description of the track covered by each. The larger 
carhouses operate three or four sweeper routes, while 
the smaller carhouses operate only one or two. 

Each sweeper has a definite section of line to keep 
clear. Routes overlap only in a few cases where that 
is necessary in order to reach a cross-over, loop or wye. 
When the ‘sweepers first pull out of the carhouses a 


certain amount of duplication occurs when it is neces-- 
sary for one machine to traverse the route of another: 
in order to reach its own territory. This is reduced to: 
a minimum, however, by having sweepers start out in 
opposite directions wherever the carhouse is located 
in the middle of a route. After-a sweeper has reached’ 
its own route it remains on that and does not encroach 
upon the route of another sweeper except in case of 
emergency. 

Several advantages have resulted from the adoption: 
of this scheme. In the first place, all of the track is 
swept at regular intervals. In the center of the city, 
where several lines use the same street, there would 
be much unnecessary duplication of effort if a sweeper’ 
for each line covered the whole of that line including: 
the portion in the city center. Moreover, there would’ 
be no way to control the time interval between sweepers 
on different routes, and the probability ig that several’ 
sweepers would pass through the center of the city in 


rapid succession, after which a long time would elapse: 


during which there would be no: sweeping at all. But, 
by assigning.the track in the center of the city to a 
single sweeper which does nothing but pass back and 
forth in that area, it is assured that this important: 
part of the system will be swept at regular intervals: 
and no undue accumulation of’ snow will occur to block 
the cars. 

The elimination of duplication in the heart of the: 
city makes it possible to give the suburbs more fre- 
quent sweeper service, because no time is wasted going: 
over track that is already clear. The length of the- 
average sweeper route is less:than that of the ordinary 
operating line, and on this account. it is easy for the: 
division superintendent to keep track of his various 
units. 

It is easy also to: transfer: a sweeper: from one route: 
to another. Blueprints: af the table of’ snow-sweeper~ 
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Miller St 74 
CH 


Snow Sweeper Routes G 
Essex Division e Harrison 

No.1,2,3 from Big Tree C.H. C.H, 

» 45 » Montclair CH. < 

» Lake St. CH. ny 

» O&PY. CH. s 

» Roseville C.H. 

» $o,0Orange C.H. 

» Sixteenth Ave. C.H 

Hitton C.H 

Bergen St. C.H. 

Millér St CH. 

Harrison ©.H, 

Central Ave. C.H. 


mITIBI9 » 
” 20; ce, 
» eA » 
» 2607 » 
RuMCOe en, 


Twenty-eight Sweeper Routes Are Laid Out According to 
Little Duplication 


routes are made up by the traffic department and posted 
in the cabs of all sweepers. Copies of this schedule 
are provided for the supervisor of each carhouse, the 
superintendent of the division, and the general superin- 
tendent. Instructions to the operators of snow sweepers 
provide that they shall telephone to their own carhouse 
immediately in case of breakdown, and always at the 
end of each half trip. The location of every sweeper 
at any given moment is therefore definitely known, 
and in case one machine becomes crippled it is neces- 
sary only to tell the crew of a machine on an adjacent 
route to cover also that of the crippled sweeper. They 
have in their own vehicle the same schedule of routes 
that the division superintendent has, and if they are 
told by number to cover a certain additional route, they 
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need no further instructions, the de- 
tails of the route being thoroughly 
explained on the blueprint. The con- 
trol of the whole operation of snow 
fighting is therefore much more cen- 
tralized than would be the case were 
each line operating its own sweeper 
independent of the others. 

By assigning individual vehicles by 
number to certain fixed routes it be- 
comes possible to regulate carefully 
the streets on which they are oper- 
ated. In case of small clearance due 
to the presence of an overhead bridge 
or other obstruction, the danger of 
accidents resulting from too great 
sweeper roof height is eliminated by 
noting in a prominent position on the 
table that certain sweepers must not 
operate on certain routes. 

To each sweeper is assigned a def- 
inite crew of trainmen. These same 
men operate the same vehicle over 
the same route in every storm. They 
therefore become thoroughly familiar 
with their sweeper and with the char- 
acteristics of the territory they cover. 
The whole procedure of starting the 
fight against snow is almost automatic. It is necessary 
only for the general superintendent to give the word that 
the sweepers shall go out. When this word reaches the 
carhouses each supervisor knows exactly what men and 
what sweepers he has to send out, and where they are to 
go. The men know the same thing and are prepared to 
commence their work at a moment’s notice. No pro- 
longed explanations are necessary in order to be sure that 
the entire line will be properly covered; that has already 
been taken care of in the preparation of the table. 

Snow plows are assigned to routes in much the same 
way as are the sweepers. The former, however, have 
a dual function to perform. While the storm lasts they 
are used to clear the tracks out in the open country 
where deep drifts occur, as shown in the accompanying 
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This Plan with 


SWEEPER ROUTES 


Wines To Be USED AT ALL Times 
fours SWEEPER i 
. | NO. BIG TREE 
1 5192 FROM GH NORTH TO MAIN P 
"AAS SAIC —_— TUR T 
Roou a oH Ae ae s RETURN TO GLENDALE LOOP ——— CoveR BETWEEN GLENDALE 
2 5181 FROM CH NORTH To GLENDALE L a 
OOP 
RG aME late aii —— RETURN TO City LINE Cover BETWEEN City LINE 
< 
5169 FROM CH SouTH To TERMINAL viA PATERSON LINE ~— COVER BETWEEN TERMINAL AND CITY LINE VIA PATERSON LINE 
MONTCLAIR 
5189 FROM C.H TO CALOWELL ~— RETURN To ELM ST —— Cover BETWEEN ELM ANDO CALDWELL 
5 5171 FROM CH TO BLoomFIELD & Mr Prospect —- RETURN TO ELM ST —— CoveR BETWEEN ELM AND BLOOMFIELD & MT. Pros’ 


CH NORTH VIA BROAD — BELLEVILLE TO 


City LINE BELLEVILLE W— RETURN TO C.H. REPEAT 


HARRISON 


FROM CH TO 4TH.Q HARRISON THEN VIA 
ROUTE TO 4TH & CENTRAL — THEN VIA 
THENCE TO BELLEVILLE PiKE ———— RETURN VIA KEARNY 
HARRISON —— REPEAT 


47 - CENTRAL — CLAY — BROAD TO DL & W Loop. 
KEARNY AVE 


RETURN VIA SAME 
TO KEARNY AVE 
RETURN TO 4TH & 


TO ARLINGTON DEPOT —— RETURN 
4TH TO 4TH & MARKET 


FROM CH. TO BRIDGE & BROAD COVER 


BETWEEN 


BRIDGE & BROAD AND FIVE CORNERS JERSEY City 


CENTRAL — 


FROM Gir: 
WASHINGTON 
To ORANGE 


VIA 
TO 


RETURN TO” “Citas = SRESEAT 


SUBWAY ENTRANCE TO TERMINAL ~—— 


CENTRAL AvE TO BROAD 5T. (crRossine BROAD) THEN VIA CENTRAL 


RETURN “TO CENTRAL 


Typical Snow Sweeper Table 
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illustration. After the storm has ceased the snow 
plows are used as levelers to push back the snow from 
beside the track to a point near the gutter, thus making 
possible the passage of vehicles alongside the cars. 

Accordingly there is made up a set of plow routes to 
cover the outlying districts, and also a set of leveler 
routes to cover all of the city lines. The number of 
plows in a division ordinarily is less than the number 
of sweepers, and each leveler must therefore cover 
more territory. To level the entire trackage of a 
division with four or five snow plows means that each 
one must follow a long and rather complicated route. 
These have been worked out to the best advantage in 
the preparation of the schedule, and are explained on 
the blueprint. There is no danger, therefore, that a 
plow will stray from its proper path, however long the 
route may be. All that is necessary is that the operator 
shall follow the route as described in the table. 

As an auxiliary means of keeping the rails clear, the 
company has found that Root spring scrapers have been 
of particular value. Air-operated scrapers of this type 
have been installed on several hundred cars. Their 
use is usually optional with the individual motormen, 
although instructions may be given at the carhouse 
when it is specially desired to have the scrapers used. 


Fighting 145 Inches of Snow 


Levis, Que., Has a Combined Snow Plow and Ice Cut- 
ter that Assists Materially in Keeping the Track 
Open Despite Severe Weather Conditions 


NOW is always a problem in Levis, Que. While 

there is considerable snowfall every winter, last 
year the weather was especially severe, one storm suc- 
ceeding another with just enough mild weather in 
between to compact the entire snowfall into a heavy 
mass hard to remove. During the winter season 145 
in. of snow fell altogether, and the greater portion 
of it remained on the ground until spring. 

Much of the equipment used for snow fighting in 
Levis has been described in various issues of the 
ELECTRIC RAILWAY JOURNAL. Last year H. E. Weyman, 
general manager, added to his already complete equip- 
ment a new type of snow plow and ice cutter which 
proved particularly efficacious in dealing with the com- 
pacted snow and ice on the tracks. This plow, which 
is shown in the accompanying photographs, has a 
double mold board which throws the snow both ways— 
in Levis the lines are all single track—and in addition 
_has an outboard plow which cleans a path about 10 ft. 
wide alongside the track. 

The most novel feature of the outfit is the device 
for cutting ice. There are two cutters placed back to 
back for operation in either direction. Each unit 
consists of a V-shaped board under the center of the 
body and transverse to the direction of travel, on which 
is mounted a set of steel knives 6 in. wide. This cutter 
‘may be seen in the photograph of the plow with the 
outboard plow raised. This small size of knife was 
chosen to permit easy replacement in case of breakage, 
each one being a separate unit that can be removed 
independently. 

The entire ice cutter may be raised or lowered by 


two air cylinders acting through the ‘vertical pillars © 


shown in the photographs. By this means the cutters 
can be placed in any position down to within approxi- 
mately 1 in. above the level of the rail head. In order 


The Outboard Plow Is Shown Raised. The Ice Cutter May Be 
Seen Beneath It 


The Outboard Plow Is Here Shown in Position for Use 


that there may be clearance outside of the track, and 
the paving will not be torn up, the cutters are raised 
slightly from the horizontal outside the rails. 

In action the plow can be driven by the motors at 
speeds up to approximately 15 m.p.h. The cutters are 
strong enough to clear away any thickness of ice that 
the machine can operate over. They are held in posi- 
tion by the air pressure, which gives a certain amount 
of flexibility, so that in the contingency that some 
extraordinary obstruction is encountered, the cutter 
will rise over it. 

According to Mr. Weyman the plow has operated 
with great success, and it was found essential to keep- 
ing the line open under the abnormal conditions encoun- 
tered. While the snowfall on the level was 145 in., the 
winds were severe a great deal of the time, so that 
the snow drifted in many places, reaching a depth of 
15 to 20 ft. in the worst locations, which had to be 
cleared in order to open up a roadway for the cars. 

The entire equipment was furnished by the Russell 
Car & Snow Plow Company, Ridgway, Pa. 


The Main Street in Levis After It Had Been Cleared by the Plow 
and Ice Cutter 
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Only Interior Castings Have Teeth, as Rail Head Is Kept Clear 
by Plows and Sweepers 


Revolving Teeth Cut Ice 


Between Rails 


An Old Suburban Car Has Been Rebuilt at Erie—All 
Equipment Is Inside—Comfort of the 
Operator Is a Feature 


HE damage to motor casings and other apparatus 

resulting from the presence of a hard ridge of ice 
between the rails is a familiar feature of winter oper- 
ation. In the territory served by the Buffalo & Lake 
Erie Traction Company the danger of such an occur- 
rence is especially prevalent because of the frequency 
and severity of the storms which sweep in from Lake 
Erie. For that reason the company has taken an old 
suburban car of obsolete type, completely dismantled the 
interior, and refitted it for winter service as an ice 
cutter. : 

Six hexagonal castings were pressed and keyed onto 
a shaft which is suspended under the center of the car. 
One casting is over each rail and four are between the 
rails. An angle iron with teeth cut in one flange is 
bolted parallel to the shaft on each face of the 
hexagonal castings. At present there are no teeth on 
the end castings because it has been found that the 
plows and sweepers keep the head of the rail itself free 
of ice. 

The shaft is chain driven from a GH-87 motor inside 
the car body. A K-11 controller is used for this motor. 
The revolving shaft can be raised or lowered by a hand- 
operated worm gear, the lower limit bringing the teeth 
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down to a level about 2 in. above the rail head. All 
equipment except the motors required to move the car, | 
and the shaft itself, has been placed in the car interior © 
Air compressor, tanks, piping and wiring are inside, as 
shown in an accompanying illustration. The car is elec-_ 
trically heated and every effort has been made to have 
it comfortable for the men who must operate it, for it 
was felt that otherwise there would be a strong desire 
to pull the car into the carhouse before the work of ice 
cutting was thoroughly done. 


Seasonal Snowfall Is Irregular 


HE records of the U. S. Weather Bureau show 

that the annual snowfall’varies in a most irregular 
manner. Sometimes there is an immediate reverse 
from a very light snowfall in one winter to a very 
heavy one the next. At other times there is a succes- 
sion of winters with heavy snows or with light snows. 
The total snowfall by years for various localities is 
shown in the accompanying tables. 


TABULATION OF SEASONAL SNOWFALL, IN INCHES 
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1896-97 25.7 °3% 1} 1969-10 36.1 34.7 | 1921-22 ZeOe 27 52, 
1897-98 19.47; .201 
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1912-13 20:7 47.45 3357 19.4 66.1 62.9 8.8 16;2 20.2 
1913-14. 27.9 2350" 16093) 3914 989 90.9" 28.6 1.1 17.6 
1914-15. 19510), 50522 532-85 42012) 4450 76.2 14.5 Ty 51.5. 
1915-16 26.1 50.7 42.4. 79.2 44.1 104.5 17.4 60.9 19.8 
1916-17 23.7) 84.9 950.0" 54:2 97904 86.8 18.3 16.0 22.9 
1917-18 64.1 3078: 512) 45 ike 164.) 110.5 36.4 G0) .26.3 
1918-19 28.7 ° 26.7 Se Sra 2a 46.3 25.0 Ges, ie 20.6 
1919-20) 322) (G45 eee Alone ona meee 69.4 16.4 Cr bene deed 
1920-21 ON8Y | 20K6y S2anOn mesa 56.7 53.5 6.8 9.0 20.9 
1921-22... 5) SAB mole aGne) Page some 39:8 44.5 TZ oe ie 
S. Weather Bureau, Washington, D. C. 


< @ 
Left—Car Converted Into Ice Cutter with Cutter Mounted Under the Center of the Car. 
Including Compressor, Air Tanks, All Wiring and Controller and Motor for Driving the Cutter 


Right—All Equipment Is Inside Car, 
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Keeping Track of Snow-Removal Costs 


Montreal Tramways Engineering Department Supervises Snow-Removal 
Work in Co-operation with the Several Communities. in Which the 
Company Operates— Company Divides Cost with the Municipalities 


By R. B. Genest 


Chief Clerk Engineering Department, Montreal Tramways 


vising snow-removal work done by municipalities 

served by the Montreal Tramways has been carried 
by the engineering department of the company. Accord- 
ing to the contract in effect between the city of Montreal 
and the railway company, the latter is lable for one- 
half the cost of snow removal. Article 66 of the contract 
‘reads as follows: “The company shall, under instruc- 
tions from the city, keep its track free from ice and 
snow, and the city may, at its option, remove the whole 
of such part of the ice and snow from curb to curb as 
it may see fit from any street or part of street in which 
cars are running, including the snow from the roofs of 
houses, thrown or falling into the street and that re- 
moved from the sidewalks into the streets, with the con- 
sent of the city, and the company shall be held to pay 
one-half of the cost thereof.” 

Regulations of a similar nature cover also the sur- 
rounding municipalities and suburbs of Outremont, 
Westmount, Montreal East, Verdun and Point-aux- 
Trembles. The company pays only one-third of the cost 
ef snow removal in the town of Montreal West, which 
is a small suburb located on the western outskirts 
of the city. 


ACCOUNTING SYSTEM FOR CHECKING BILLS 


Svs December, 1918, the responsibility for super- 


When the engineering department took over this work, 
it was necessary to build up an organization to handle 
it both in the field and at headquarters. In preparation 
for this, the officials of all the municipalities concerned 
were interviewed and a number of accounting systems 
were investigated. The co-operation of the municipal 
officials was obtained, and arrangements were made to 
standardize the methods of compiling bills. 

Arrangements were made so that detailed accounts in 
duplicate would be forwarded weekly by the city, en- 
abling the company to make a weekly audit and eliminat- 
ing congestion at the end of the month or on the com- 
pletion of the winter season. 

The forms reproduced herewith were designed to 
supply the necessary information for checking the bills. 
The term “snow special” is inscribed on these forms, so 
as to distinguish them from forms used on other snow- 
removal work, such as the removal of snow from the 
track space by the operating department sweepers, and 
snow and wing plows, and the work done by the engi- 
neering department section gangs on surburban lines, 
in yards, on sidings, etc. Some details of these forms 
are given below: 

Timekeeper’s Weekly Report of Working Time. Fig. 
'1.—This form is used by the city of Montreal and the 
Montreal Tramways timekeepers to check all classes of 
labor employed by the city of Montreal on snow-removal 
work. It is mace out daily and is used for auditing pur- 
poses. Each timekeeper makes out a time sheet, which 


is inclosed in a stiff back cover of the loose-leaf system. 
‘These time sheets are cross-checked and audited by rep- 
resentatives of both the city of Montreal and the Mont- 
real Tramways, and unless the “hours” and “amounts” 
shown on each timekeeper’s sheet check, the sheets are 
held up for investigation. The payroll is made up from 
these time sheets. 

Checker’s Daily Report on Snow Removal... Fig. 2.— 
This form is used on the city of Montreal snow-removal 
work, and is a summary of the information and charges 
contained in the preceding form. This form enables 
the Montreal Tramways to make a daily audit as to the 
daily cost and the cost to date, and is a check against 
the preceding form. The total amounts shown on the 
form must check with the total amount shown on a sum- 
mary of the time sheets. (Fig. 1.) 

Checker’s Daily Report on Labor Involved in Snow 
Removal. Fig. 3.—This form was designed for the 
purpose of checking in detail the working forces em- 
ployed daily. It enables the Montreal Tramways: to 
ascertain the total number of men of each class em- 
ployed, not only on the city of Montreal snow-removal 
work, but also on the work done by the surrounding 
municipalities. It enables the Montreal Tramways to 
make a comparison of working the forces employed be- 
tween the current and previous seasons. It also enables 
the Montreal Tramways to prevent the employment of 
an unnecessary number of men, as the timekeepers and 
inspectors who cover the different districts are familiar 
with the work being done and are able to render intel- 
ligent opinions as to whether the number of men em- 
ployed is sufficient or not. 

Form Used for Keeping Time on Special Snow- 
Removal Jobs. Fig. 4—This form is used by the Mont- 
real Tramways section gangs and extra forces, for the 
purpose of checking time expended on the removal of 
snow from switches, intersections, yards and sidings. 


SNOW REMOVAL, CITY- OF MONTREAL PROPER 


Yearly Costs and Snow Precipitation 


Season Total Snowfall, Inches Cost per Inch 
$136,750.19 150.5 $908 . 63 

213,379.89 151.9 1,404.73 

219,308.89 138.8 1,580.03 

109,232.78 97.2 1,123.79 

160,511.34 119.9 1,338.71 

186,617.07 107.5 1,735.97 

131,497.07 102.5 1,282.89 

204,777.26 105.9 1,933.68 

151,845.39 86.6 1,753.41 

256,366.15 103.2 2,484.16 

310,309. 06 105.3 2,946.90 

328,366.32 129.6 2298369 

213,257.89 104.6 2,038.79 

304,980.72 109.2 2,792.86 

198,012.81 61.4 3,224.96 

212,714.80 80.6 2,639.14 

$3,337,927. 65 1,754.7 $31,722.34 

Average per season........ 208,620.47 109.7 1,982.64 
Mpg beaubhonet a iwan atta Sits 328,366, 32 151.9 3,224.96 
IMDS diss sare = So aeters 109,232.78 61.4 908.63 

Cost per street mile, 1921-1922, $2,352.59 
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Its initial purpose is to accumulate the costs of this 
particular section of the snow-removal work and is 
made out daily by the divisional roadmasters’ clerks. 


DATA GRAVITATE TO CENTRAL OFFICE 


The system centers in the head timekeeper’s office, 
where a large ledger is maintained. In this the dis- 
tribution of snow-removal expenditure is entered daily, 
showing cumulative costs. 

The following instructions to timekeepers will indi- 
cate the routine followed in the field: 


SNow SPECIAL 
INSTRUCTIONS TO TIMEKEEPERS 


The following are the instructions to be followed out by 
all timekeepers for the season 1922-23: 


MONTREAL TRAMWAYS COMPANY 
ENGINEERING DEPARTMENT 
SNOW REMOVAL 


Latin ila , Gacthines 


—~—Narember 24. 


Tort 


Montreal East and Pointe-aux-Trembles will get in touch 
with the timekeepers or representatives of the said cities 
and municipalities and obtain as much information as 
possible as to the location and number of men working, 
also the nature of the work being done. } 

All timekeepers, in the interest of the work in hand, must 
report immediately in writing any irregularities in con- 
nection with time, loading and size of snow boxes, distribu- 
tion of men, etc. 

Transportation tickets supplied to Montreal Tramways 
timekeepers are for their use only. 

In the event of the absence from work of any time- 
keeper for a legitimate reason, it is necessary to notify 
the traveling checker several hours ahead of time so that 
arrangements can be made to provide a substitute. 

Under no consideration whatsoever must any leniency 
be shown in connection with time. 

A working day will consist of ten hours—from 7 a.m. 
to 6 p.m.—plus the regular allowance for overtime and 
Sunday work. 7 


OISTAIBUTION 


‘Division West Zr visron 
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MONTREAL TRAMWAYS COMPANY 
ENGINEERING OEPARTMENT 
SNOW SPECIAL — DAILY REPORT 
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Fig. 1—Checker’s Daily Report on Snow Removal. Fig. 2—Timekeeper’s Weekly Report of Working Time. Fig. 3—Checker’s Daily 


Report on Labor Involved in Snow Removal. Fig. 4—Form 


Montreal Tramway Company’s timekeepers will meet city 
of Montreal timekeepers daily, at a starting point on each 
of the eight city sections convenient to both representatives. 
_Each timekeeper will cover his district and report at the 
City Hall at 9:30 a.m. for verification of time sheets. 
Timekeepers will again cover districts in the afternoon 
and report at 4:30 or 5 o’clock at Room No. 207, Royal 
Trust Building, to make out daily district reports to be 
handed in to traveling checker when completed. 
Montreal Tramways snow special timekeepers will be 
subject to the same rules and regulations as construction 
timekeepers. 
_Timekeepers should be at the starting point on each 
district not later than 7:15 a.m. in order to cover the 
ground before reporting at the City Hall. 
Timekeepers working in the cities of Westmount, Outre- 
mont and Verdun and the municipalities of Montreal West, 


Used for Keeping Time on Special Snow Removal Jobs. 


All time sheets must be audited under the supervision 

of the traveling checker. 
_ All weekly accounts from municipalities must be checked 
in detail against Montreal Tramways timekeepers’ daily 
time sheets and weekly recapitulation on the form head— 
“Snow Special Daily Report.” 

The accompanying table gives a summary of yearly 
costs and snow precipitation in the city of Montreal. 
These indicate that snow removal is considerable of a 
problem in Montreal. It is interesting to note from 
these figures that the cost is not directly proportional 
to the amount of snowfall, because wind, rain, the rise 
and fall of temperature and the amount of sunshine 
were contributing factors. 
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-Chicago’s Motor Car for Train Service 


A Substantial Structure Has Been Combined with a Pleasing Finish and Appearance— 
Designed by the Railway for Hauling Trailers in All-Day Service—Uni- 
formity in Cars Built by the Company and the Car Builders 
Reduces the Number of. Parts to Be Carried in Stock 


Note Streamlines in Body Design of New Chicago Cars for Hauling Trailers All Day 


HE first of 169 new motor cars are now being put 

into service by the Chicago Surface Lines. Of 

this order, sixty-nine are under construction at 

the West shops of the company, seventy more are being 

built in the J. G. Brill plant at Philadelphia, and the 

remaining thirty are being built by the McGuire-Cum- 
mings Company. 

The Surface Lines has in the past designed and built 

a number of cars at its own West shops, among them 


being the double-truck “automatic door” one-man car. . 


The company is, therefore, familiar with the problems 
which confront manufacturer and car builder. The car 
building capacity of the shop, which is about one car a 
day, was found to be insufficient to handle this entire 
order, so it was split into thrée parts, in such a way 
that each part will be completed at approximately the 
samé date. 

To have identical in construction the cars built in 
three different shops ordinarily is a difficult problem. 
It was successfully solved by the engineering division 
of the shops and equipment department under the direc- 
tion of H. H. Adams. After the general design of the 
car had been decided upon a complete set of working 
drawings was made and duplicates furnished to the 
two car builders, so that when the cars are finished and 
delivered they will be exactly alike. 
design work the Surface Lines was able to utilize many 
existing standard parts in the new cars and thus avoid 
making a large number of new patterns. This results 


By doing the detail 


also in the elimination of duplicate stock parts, a saving 
which in itself quickly absorbs the entire cost of pre- 
paring the additional drawings. 

The car is of the double-end type and corresponds in 
general appearance to the arch roof cars in service on 
the Surface Lines. Streamline effect, together with the 
careful selection of finish and trimming, has resulted 
in a pleasing appearance. The company’s new standard 
color scheme has been used, which is red below the belt 
rail and cream color above. The interior finish of the 
car is cherry with a buff ceiling, which gives approxi- 
mately 80 per cent of the reflection of ivory white and 
is considerably more economical to maintain. 

Ruggedness is the outstanding feature of the car, 
each part being so built that it will stand up with mini- 
mum maintenance under heavy city service require- 
ments. Study of the distribution of weight among the 
various parts has resulted in a car weighing 46,900 lb., 
which is 8,500 lb. less than the present cars used for 
trailer service. The latter has sufficient capacity to 
haul a trailer during the rush period, but the new car 
has been designed to haul a trailer all day if neces- 
sary. The equipment consists of four GE-275 motors 
with K-35 control, provided with line switches inter- 
locked with the doors. The motors are mounted on 
Brill 51-E trucks with 28-in. wheels. All parts were 
specified to be of American Electric Railway Engineer- 
ing Association standard as far as possible. 

In order to insure freedom from electrical troubles 
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Platform, Door and Step Arrangement—Aluminum Grab Head-On View Shows Fender, Sign, Headlight and Trolley 
Handles Are Used Catcher Equipment 


Elevation Showing Design 
of Steel Structure for 
Long Platform 
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due to creepage around the standard type porcelain 
insulators which are used for mounting the line switch 
and control rheostats, a system of double insulation is 
used; i.e., the apparatus is insulated from its supports 
by one set of insulators, and the supports in turn are 
insulated from the car frame either by a second set of 
porcelain insulators or by hard maple mounting strips. 
This method of mounting the apparatus is shown in an 
accompanying illustration. 

The rear doors are of the folding Pine and are 
equipped with National Pneumatic door engines. They 
are operated simultaneously by a single engine located 
above the door header. The conductor’s control of the 
valve is mechanical. The front right-hand door is of the 
Sliding type, being operated manually by the motorman. 
Curtains are so mounted that they are exposed when 
rolled up and, therefore, are easy to clean. The Surface 
Lines’ standard system of ventilation, manufactured by 
the Railway Utility Company, is employed. Auto- 
matically regulated intakes are located at the four 
corners of the car body, with eight exhaust ventilators 
placed between on the roof. Two ventilators are pro- 
vided for each platform. 

The middle part of the car has sixteen reversible 
cross-seats manufactured by the J. G. Brill Company, 
with full spring cushions and thin type backs. They 
are rattan covered. The width from the inside lininz 
over the aisle plate is 364 in., and the seat cushions 
measure 17 in. x 34 in. Longitudinal seats accommo- 
dating three persons each are placed in the ends of 
the body. A folding seat for four persons is provided 
on the front platform at the left side of the car, making 
a total seating capacity of forty-eight. The platform 
layout is of the “pay-as-you-enter” type, which is stand- 
ard on cars of this company. 

The general dimensions of the car are shown in the 
accompanying table. 


PRINCIPAL DIMENSIONS OF CHICAGO CAR 


Mencth over BwMpers. «nis Si fee eee eee eae 48 ft. 11 in. 
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RN eR I Pe oan Soar) lays! ateyies0. 0 vi cnsiec'sns, vv vde-o es 0 0/60, 0) 6 8 ft. 6 in. 
TAURINE Y TO DOGN) oc oc sie mele tie eleven ot adn w aloes wie aa etenene 6 44 
Ti CARIACILY (DIAL CORI) 2.5.5 o fe spore guave ora oe eevee eee sieleete @ 4 
PI tenreat CS RPE MET e sa riethck a aia. cetete tiie isc, al slaie 2 e's Vie oi eue es elécece 6 48 
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The plate girders forming the sides of the car are 
of 12-gage steel reinforced at the lower edge with 
3-in. x 2-in. x g-in. angles and at the top edge, under 
the belt rail, with 2-in. x 14-in. x 4-in. angles and a 
2-in. x is-in. bar. The girder is further strengthened 
with 13-in. x 14-in. x }-in. seat support angles placed 
longitudinally half way between its bottom and top 
edges and cut for the side posts, which are strapped and 
bolted to the plate girder. 

The platform knees are 8-in. 13.75-lb. channels, rein- 
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Double Sets of Porcelain Insulators for Rheostat Supports 


forced at the point of greatest stress by web plates and 
angles. Bumpers are of 7-in. 124-lb. channel, with the 
flanges turned in. The end sills consist of 9-in. 15-Ib. 
channels secured to the side structure with gusset 
plates. Channels are used for the main body cross 
sills, being of 4-in. 54-lb. section. The frame is braced 
from bolster to bolster with continuous diagonal braces 
of 24-in. x 4-in. flat bar. Further diagonal bracing is 
installed between the bolster and the end sills. Bolster 
struts on the side girder are made of two angles riveted 
together to form a “Z”’ section, and are fastened to the 
bolster by turned bolts with a driving fit. The trapdoor 
openings are framed with 3-in. x 3-in. x 7s-in. tees, 


having the vertical stem cut to 1ye-in. and run longi- 


tudinally either side of the steel bolster. 

The roof is supported on #-in. x 14-in. steel carlins 
set on edge and bolted to 14-in. ash carlins over each 
pair of side posts. Intermediate carling of 14-in. x 
1-in. ash are provided between the posts. The roof 
is %-in. tongued and grooved poplar, covered with No 8 
National prepared roofing. The headlining is #4-in. 
Agasote in the center and ye-in. Agasote at the sides. 
Special spring clips for holding the ceiling signs are 
provided at each end of the car, in the manner standard 
on the Chicago Surface Lines. Two continuous wood 
purlins are installed, to which the body lamp sockets 
are fastened directly by means of special Benjamin 
mounting plates. The ash side posts are reinforced 
with 3-in. rods, bolted to the lower girder angle, and 
extending upward through the feet/of the steel carlins. 
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Outline of Steel Frame and Location of Principal Equipment 
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The body side top plate is of yellow pine, and the 
letterboards are of §-in. poplar. 

The top sash is continuous, 1 in. thick, and is fast- 
ened to the outside of the side posts. The lower rail 
of the top sash is provided with a lip, to receive the 
top of the storm sash. These are made up in two- 
window sections and are of 8-in. thick cherry, fastened 
to the side posts. The lower side sash are also of 8-in. 
cherry, provided with brass wearing channels on the 
stiles and are arranged to lift. O. M. Edwards sash 
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Cross-Section Through Car 


fixtures are used, with a lock on the right-hand side 
of each sash and a compression brake on the opposite 
side. 

The window guards are made up of No. 18 gage 
brass tubing of 2 in. inside diameter. These, however, 
are made up in a single-window section and are fastened 
permanently between side posts. By this arrangement 
they form an integral part of the car structure and add 
materially to the stiffness of the side frame, and the 
storm sash can be applied without removing them. 

The double floor consists of two 3%-in. thicknesses. 
The lower is of fir and the upper of maple, separated 
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WEIGHTS OF PRINCIPAL DETAILS OF CHICAGO CAR 


Body (less electrical equipment) ...........+.essceeees 20,785 Ib. 
Gontrol and) wiring ice iin acicn ele oie nnele slat ei riiedietc iach eae 2,025 lb. 
Two trucks complete No. 51-E Brillae.. su ..e sere eceees 14,500 Ib. 
Motors with pinions, gears, gear cases, axle collars and 
axle bearings: 4ijge make tetleransteteihe nd cGstal nie tetera eta 9,640 Ib. 
Total light Weight soc cine wsctewie Wiesel elslete oleleteis @ivmenena 46,900 Ib. 


by tarred felt. In the aisle the top floor is rabbeted, 
so as to eliminate the use of separate floor strips. 

In accordance with recent Surface Lines practice, the 
stationary platform stanchions are of aluminum. In 
addition to these, the vestibule grab handles are of 
aluminum pipe, with end castings of special aluminum 
composition. The use of this material effects not only 
a saving in weight but also an improvement in the 
appearance of the vestibule.” 

Every effort has been made to keep down the weight 
of the car without weakening its structure. The control 
wiring has been placed in Duraduct except where it 
passes under the trapdoor openings, where it is inclosed 
in aluminum conduit. Aluminum junction boxes are 
provided for the motor leads. All auxiliary wiring 
under the body floor is in aluminum conduit, as is also 
the heater wiring along the truss planks. Auxiliary 
wiring above the flooring is in Duraduct. 

The accompanying table shows the distribution of 
weight. . 


Refund Check Avoids Disputes 


HERE fare boxes are used, a passenger occasion- 
ally drops more than the required amount of 
money into the box. While this may be detected while 
the coins are lying on the table in the fare box, the 
conductor has no means by 
which he can extract the 
coins and give them back to 
the passenger. Usually, the 
conductor directs the pas- 
senger to apply to the com- 
pany’s offices for a refund. 
On the lines of the Beaver 
Valley Traction Company, 
New Brighton, Pa., disputes 
of this character have been 


eliminated entirely by the |," 0r™S || Tham] cure 
use of the refund check | ;, an 


illustrated. In case the pas- 
senger deposits more thar 
the correct fare, he can re- 
ceive the difference back at 
once, upon application to the 
conductor, provided he signs 
the refund check. In this way he has no further com- 
plaint to make to the company. The signature will deter 
the passenger from making a fraudulent claim, 

The conductor has the signature of the passenger on 
the refund check to show that he has paid out money. 
This check is turned in along with the daily trip sheet. 

In order that the cash in the locked fare box will be 
kept straight with the conductor’s record, and that he 
will get the refund, he fills out another small form, as 
shown, and drops it in the fare box. 

No bookkeeping is involved, as the refund check and 
the credit slip deposited in the fare box take care of 
the overpayment automatically. The passengers are 
much better satisfied with the arrangement than when 
it was necessary for them to apply at the company’s 
office for refund. 


REFUND CHECK 


Operator } 5.53. eee eer nes 
Amount Deposited 
Amount of Fare ...000.W. Lees 
Amount Refunded 0... cece cece 
Signature of Passenger 


Route Date 192 


Badge 


Name 


At Top, Conductor’s Receipt 
for Refund. At Bottom, Credit 
Slip Dropped in Fare Box 


September 8, 1923 


REE CTRICG RAILWAY «JOURNAL 


367 


Securing a F avorable Insurance Rate 


On Chattanooga Property Single Broker Acts as Intermediary 
Between Utility and Underwriters, Thus Simplifying Pro- 
cedure and Providing for Equitable Distribution of Risk 


By W. C. Campbell 


Assistant to the Vice-President, 
Tennessee Electric Power Company, Chattanooga, Tenn. 


spection bureau of the fire underwriters is the best 

index we have of the probability of a fire loss. 
At the same time no public utility can be fully com- 
pensated for the loss occasioned by a severe fire by 
money collected on its fire insurance policy. The finan- 
cial houses handling the company’s securities not only 
want to know that the property is insured, but are 
favorably impressed with a low rate. This, like the 
clean shop, low lubrication cost, orderly store room and 
good accident damage record, is commonly considered an 
indication of general good management. 

The insurance premium is relatively small as com- 
pared with other items making up the total operating 
expense of a public utility, and is not especially attrac- 
tive to the operator who is looking for a place in which 
to make a showing by reduction in expenses. However, 
the actual saving in dollars output will often provide 
a handsome return for the time and effort given the 
subject. Attention to insurance matters, like safety- 
first work, should more than pay its way and show a 
net gain in employee morale, public opinion, etc., as 
well as render more remote the probability of a fire 
catastrophe. 


r “HE rate fixed upon a piece of property by an in- 


How PREMIUM REDUCTIONS WERE SECURED 
IN TENNESSEE 


Some features of our experience in Tennessee may be 
of interest to those who have never given personal 
attention to insurance matters. This company has 
four hydro-electric plants which are now covered with 
more than two and a quarter millions of insurance on 
the 80 per cent co-insurance basis. For a long time 
it was felt that the risk of fire at these plants was so 
slight that no insurance was necessary. However, in 
1920 we called for an inspection and rating with the 
result that we were quoted rates ranging from 71 cents 
per hundred to 19 cents on the buildings and 76 cents to 
24 cents on the contents, the average being 36.1 cents 
per hundred, and the premium on a one-year-term 
basis $8,600. 1 

Obviously either the insurance companies’ basis of 
rating was at fault, or our estimate of the hazard was 
wrong. Probably both were out of line. However, we 
called for a reinspection and in January, 1921, were 
quoted rates on the buildings ranging from 48 cents 
to 16 cents and contents 54 cents to 21 cents, with an 
average rate of 33.9 cents, and a premium of $8,075. 
Effective May 1, 1922, we got the benefit of the work 
done by the National Electric Light Association insur- 
ance committee, when rates were named ranging on the 
buildings from 38 cents to 6.9 cents and on contents 
from 40.3 cents to 13 cents, the average rate being 
22.7 cents and the premium $5,400, or a saving of 33 
per cent over rates previously in effect. 


We have recently gone over the property again with 
the result that we secured further reductions effective 
June 1, 1923, the rates on the buildings now ranging 
from 23.8 cents to 6.9 cents and contents from 24.4 
cents to 11.8 cents, the average rate being 16.2 cents 
and the premium on a one-year-term basis $3,850. It 
will be noted that the saving over the period described 
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ERTRIC 


Construction Like That of This New Headquarters Building Will 
Bring Minimum Insurance Rate 


on this part of our property alone was $4,750, while 
the average rate was reduced from 36.1 cents to 16.2 
cents. Of this the N.E.L.A. committee should have 
credit for $2,675. No changes have been made in plant 
which would not have been authorized as a matter of 
good practice regardless of premium savings, and no 
expense has been involved other than the time required 
to give close attention to the details. 

The Tennessee Electric Power Company was formed 


’ last year by the consolidation of the Tennessee Power 


Company, the Chattanooga & Tennessee River Power 
Company and the Chattanooga Railway & Light Com- 
pany, the railway division of which was brought from 
under receivership at the same time. When all the fire 
insurance policies were gathered together it was found 
that there were a great many of them, that they were 
written for various periods and expired at all sorts of 
dates. The thing was unwieldy and the need was 
evident for a rearrangement along lines which would 
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make it easier to keep track of it. Our property com- 
prises the four hydro-electric plants previously men- 
tioned and two steam plants, with substations scattered 
over a wide area, the railway and light and power 
distribution systems in Chattanooga, offices, stores, dis- 
tribution systems in smaller towns, employee camps at 
the power plants, and miscellaneous residences, etc., 
acquired in times past with power line rights-of-way. 

A study was made of the whole situation, involving 
the rerating of a large number of buildings, and the 
whole business was thrown into a general form. All 
outstanding policies were canceled pro rata and the 
insurance was rewritten through local agents for a 
three-year term. Our present policy is to distribute 


The Tennessee Electric Power Company 
As used in this policy, it is understood and agreed that: 


DIVISION A covers on buildings, their additions and exten- 
sions, sheds and fences, and including all permanent fixtures not 
otherwise insured, plumbing, heating apparatus, awnings, attach- 
ments and appurtenances, and including with power houses small 
gate hoist buildings at top of dam, and trestles and tracks along- 
side and inclines adjoining power house, as described and covered 
in items below. 


DIVISION B covers on all machinery, fixed and movable, in- 
cluding boilers and engines and attachments, shafting, belting, 
pulleys, hangers, and all electrical equipment (not otherwise in- 
sured), including dynamos, generators, boosters, switches, wiring, 
lamps, and the complete electrical equipment of and in buildings ; 
and office, store, and dwelling furniture, fixtures and equipment 
and supplies, including maps and drawings, wagons, harness, 
horses and mules (no one animal to be valued at over $300.00), 
tools, dies, implements, models, patterns, their own or for which 
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they may be legally liable, and employees’ clothing, all while con- 
tained in buildings or adjacent thereto, as described and covered 
in items below. 
Divi- | Divi- 
Item Construction | sion | sion 
No. Occupancy Location of Building A B 
ATHENS 
1 Storehouse, .) Weets. ne ede 2) eee ee 
CLEVELAND 
2 Machineshoput: fl uasecse was cee Brick 4,500} $8,000 
3 Storehouse-@ au eehen aerdeyac emis Tron clad 1,500)ecse. 
4 Substation: = 00f 9 lin. a3.25.44..53 5 eeteece l(a eee 1,200) 2,000 
5 Switching stations |). novus slesohon ee beyke 3,000) 2,500 
6 Storeroom and office |¥No. Side Raht St. Brick 2,500) 1,500 
7 Garage and _ store- 
room ‘ No. Side Raht St. Brick ZOOO Ee aa 
8 Store and office 711 31st St. Brick’. |. 23a 400 
CHATTANOOGA 
y) Car house Third, Market and} Concrete and 
Broad Sts. brick 96,000} 1,920 
10 Repair shop Third, Market and| Concrete and 
Broad Sts. brick 38,400| 22,400 


Head of a Sheet Covering All Property to Be Insured, Printed for 
Convenience in Negotiating Insurance. Complete Table 
Includes 114 Items 


fire insurance business rather broadly among the local 
agents, who in turn place it with the companies they 
represent, and consequently we still have a considerable 
number of separate policies and all are involved in the 
settlement of even a small loss. To assist in handling 
all matters between agencies and insurance companies 
we have written our insurance through one agency 
acting as broker. The broker retains a portion of the 
regular commission as his compensation. The full 
premium is paid to the broker and losses are settled 
for by him, thus relieving us of a lot of detail which 
is better handled by those in the insurance business, 
while we retain direct control of all those matters of 
interest to us. 

While it is rather general practice to cover proper- 
ties of this kind by a general form both for ease in 
handling and for the purpose of offering the insurance 
companies a diversified risk, there are certain features 
in our form which may be of interest. We have approxi- 
mately a half million dollars of outdoor substation 
equipment which takes a 7-cent rate, or if written 
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for a three-year term, a rate of less than 6 cents per 
hundred. The likelihood of fire is not great, but we 
have considered it worth covering on these terms. 
Equipment of this type is subject to relocation from 
time to time and we have therefore blanketed the whole 
equipment in a lump sum so that any piece is covered 
while at any one of the locations specified in the policy. 
We have some $300,000 worth of supplies and spare 
parts distributed among a number of locations. The 
values at the various points constantly fluctuate, while 
the total remains reasonably constant. We have covered 
these supplies in a lump sum by a provision in the 
general form protecting us against loss so long as they 
are in or near any of the buildings owned by the com- 
pany. This permits us to shift our supplies from point 
to point as occasion may demand. Supplies on the line 
wagons or on the job at a distance from our buildings 
or at a railway station, etc., are covered by a blanket 
provision protecting us against loss of any of our sup- 
plies to the extent of $1,000 while they are anywhere 
in the state of Tennessee. 

In attacking the rate problem we have never been 
opposed by any insurance interest and have found the 
rating authorities more than willing to meet us half 
way whenever we have shown a serious interest. The 
inspection bureau is ready.-to furnish data showing 
just how any rate is arrived at, and it may readily 
be determined just what saving can be made by cor- 
recting the defects which they point out. Many needed 
improvements can be paid for by savings in the insur- 
ance premium. 


Electric Locomotive for 
Interurban Freight Service 


Field Control Motors with Forced Ventilation Give 
High Continuous Rating—Locomotive Will Haul 
1,180 Tons on Level Tangent Truck 


, LOCOMOTIVE designed for transporting short-haul 
freight has been built for the Interstate Public 
Service Company, Indianapolis, by the Westinghouse 
Electric & Manufacturing Company. The conditions 
existing on this electric line are similar to those 
to be found on many interurban lines and _ will 
show very well the necessity for a. locomotive which 
is particularly adapted for interurban service. It is 
necessary for this railway to haul freight cars through 
the city streets at several points, and on account of 
this fact the width of the locomotive must be limited 
to 9 ft. Previous to this time, practically all of the 
locomotives built for use on interurban lines had a cab 
10 ft. in width. This severely handicapped freight 
haulage through city streets. 

The trucks are of the rigid bolster equalized type 
and built with rolled steel end and side frames, located 
outside of the wheels, which are 36-in. rolled steel. 

The brake equipment consists of air and hand brakes 
operating on all wheels. The rigging is actuated 
through a radial type brake beam which permits 
effective braking on short curves. The equipment is 
an adaptation to electric locomotives of the standard 
steam locomotive air-brake equipment. It includes an 
independent straight air brake for handling the loco- 
motive alone, together with a quick-action automatic 
brake for both locomotive and train. The length of 
the brake lever and diameter of brake cylinder mounted 
underneath the cab are proportioned to give a total shoe 
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pressure of 75 per cent of the weight of the locomotive 
with 50 lb. cylinder pressure. 

The cab is substantially built. Two windows are 
provided on each side, with a door and two stationary 
windows at each end. On the rolled-steel checker-plate 
platform at one end of the cab is mounted a sand box, 
an air reservoir and a blower housing. On a similar 
platform at the other end are a sand box, an air reser- 
voir and a locomotive bell. The underframing is built 
up of rolled steel channel side and center sills with 
cast-iron bumpers. 


ELECTRICAL EQUIPMENT 


The locomotive is equipped with four 100-hp. 600- 
volt field control motors arranged for forced ventilation 
and using a gear ratio of 17:60. The low-speed type of 
motor used is very well adapted to freight haulage 
in that it is able to develop large tractive efforts and 
drawbar pull without drawing excessive current. 
Forced ventilation is provided by the use of a blower 
runner mounted directly on the shaft of a 600-volt 
blower motor. The blower motor is mounted just inside 
of the cab at the No. 2 end, so that the shaft extends 
through the cab sheeting for the fan mounting just 
outside. The fan is inclosed by a housing which is 
provided with louvers, assuring a supply of dry air for 
the motors. The space between two of the center sills 
is closed with a sheet-iron plate, thus forming a duct 


LOCOMOTIVE RATINGS 


Tractive 

Effort Speed  Venti- 

Lb. Volts M.P.H. lation 

For one hour with motors on short field..... 13,880 600 11.3. Foreed 
13,000 600 11.5 Natural 

Continuous with motor on short field. ..... 9,000 600 13 Forced 
| 5,900 600 15.3 Natural 

QVEBXUMUT CAD ACIS. cs wis ereageye ee wie ree 25,000 


25 ‘per cent of locomotive weight 
35 miles per hour 


Normal adhesion for starting duty only... 
Maximum safe speed... 0.0... ... 00. 0.56 


for carrying the air from the blower to openings 
adjacent to each motor, from where flexible canvas con- 
nections conduct the ventilating air to the motors. 

The standard Westinghouse electro-pneumatic control 
is used. Sixteen type UP unit switches are mounted 
between angle steel equipment supports located inside 
of the No. 1 end of the cab. The main controller and 

the reverser are provided with interlocks so that the 
switches cannot be closed unless the reverser is either 
in the forward or reverse operating position. 

All of the electrical apparatus is mounted in a com- 
partment approximately 4 ft. long and 6 ft. wide, 
extending from the floor to the roof of the cab. The 
accelerating resistors are mounted near the top of 
this compartment. 

Ventilation is obtained through the roof by means 
of two ventilators. The unit switches are mounted 
directly beneath the grid resistors, while the reverser, 
overload relay, motor cutout switch and other appa- 
ratus are mounted so as to be accessible from both the 
front and, rear compartments, which simplifies the 
maintenance and inspection. The equipment compart- 
ment is inclosed by removable doors or covers to 
prevent accidental contact of the operator with any of 
the electrical apparatus. A sixteen-notch master con- 
troller gives a large number of accelerating steps, so 
that a very heavy trailing load may be started without 
abuse to the equipment and with a minimum of wheel 
slippage. 

The air compressors are mounted in the space 
adjacent to the equipment compartment and the in- 
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INTERSTATE. 


Locomotive for Interurban Freight Service on the Interstate Public 
Service Company’s Lines 


stallation or removal is facilitated by a removable sec- 
tion of each side of the cab. They supply air at 85 
to 100 lb. pressure to the reservoirs mounted on the 
platforms at each end of the cab. Cooling pipes are 
inserted between each compressor and the air reser- 
voir and also between the two reservoirs. A reducing 
valve provides 70 lb. pressure for the control reservoir 
for supplying air for the control apparatus, sanders, 
whistles and bell. 

The locomotive for the Interstate Public Service Com- 
pany is arranged for double-end operation and has two 
air compressors and a blower equipment. The accom- 
panying table gives the ratings of the locomotive. 

At the continuous rating, with motors operating on 
short field and with forced ventilation, this locomotive 
is capable of hauling a trailing load of approximately 
1,180 tons on level tangent track. 

The general design of this locomotive is standard, 
so that similar machines may be built for single- or 
double-end operation, and may have one 50-ft. com- 
pressor or two 35-ft. compressors, with or without 
forced ventilation and may be provided with or without 
multiple-unit control. 


The Air Compressors Occupy the Foreground with Unit Switches 
and Grid Resistors in the Rear. Directly Behind the 
Compressor on the Left Is the Reverser 
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-Akron People Respond to Appeal 
for Higher Fare 


Railway Advertises that “The Actual Cost of Your Car Ride Is 5.7 
Cents; Please Help Meet It by Dropping 6 Cents in Fare Box”— 
Twenty per Cent of the Riders Pay the Extra Cent Voluntarily 


By E. B. Atchley 


Northern Ohio Traction & Light Company, Akron, Ohio 


car riders of Akron by the Northern Ohio Trac- 

tion & Light Company, and is still being made 
through newspapers, car cards and in the company’s 
publication—the N. O. T. & L. News. For two weeks 
prior to the date fixed for the payment of the “Volun- 
tary 6-cent fare” advertising explaining the cost of the 
ride was presented the public. 

The result has exceeded the expectations of the com- 
pany, an average in excess of $200 daily coming in at 
this time in pennies from approximately 100,000 pas- 
sengers carried. 

Day by day the number of pennies that fall into the 
fare box is increasing. It is almost impossible to make 
an accurate check for the reason that the Cleveland fare 
box is used and there is no registration. 

On Sept. 1, however, the company placed “voluntary 
6-cent tickets” on sale. Many business firms bought 
tickets, sending in their checks, and nearly 1,000 car 
riders bought strips the first day. The tickets were put 
in strips of 5 and sold for 30 cents a strip. Since the 
first day there have been additional purchases. 

The action of the company in appealing to the people 
of Akron for relief follows negotiations for a new 
franchise which have been in progress for years without 
results. Time after time the company has been on the 
point of getting a new franchise-contract through the 
Council for submission to the people, the city charter 
requiring submission, but at the last moment something 
has arisen to block progress. 

The last proposal of the company was for a 6-cent 
cash fare, nine tickets for 50 cents with city control of 
service and a twenty-five-year agreement. This was 
finally rejected by the city and with it came the demand 
for a short-term franchise and a straight 5-cent fare 
with free universal transfers. The company could not 
accept this. 

Figures were submitted by the company showing that 
the total cost of carrying passengers in the city, includ- 
ing a fair return on the investment, and allowing for 
depreciation, was 7.2 cents. Figures were also sub- 
mitted to the public utilities committee of the City 
Council showing that the actual cost of the ride, exclud- 
ing depreciation charges and interest on the investment, 
was 5.7 cents, divided as follows: 


NOR three weeks this appeal has been made to the 


Cost per 
Passenger, Cents 

VARS. alo od ecSaccds oa jee, ia Mess ls eral 2.3384 
HUQ UIP MEN) waiter oes oh ale iaiev el shee ohectele te RS »8835 
BEOW OR yp aacocte ea als nliw yw site ov .hs'e vackeneit fo ei ee -7818 
1 ho) | a ere tree AME MET arr GRU -7299 
Genera) and miscellaneous. f.< . «<0 00.0 eee eae -7073 
BEES cay ton Si6s lo tale’ itn: a eh ta ie tah Neccatote se hates ane ane +2558 
BROIL? Sie ccs'ac ig, no Sovaiass otacatene ote puoely oo ak En -0113 
J) ee eee Ree ae 5.7080 


At that time many persons said that the company 
was entitled to its demand of 6 cents cash, or nine 
tickets for 50 cents. Others believed there should be 
a transfer charge. : 

In the recent municipal primary campaign, one of 
the candidates stood boldly for a flat 5-cent fare and 
a short-time contract. This candidate was defeated. 
Another candidate, who has always opposed the com- 
pany although he said nothing in the campaign, was 
defeated for nomination. 

The company made it plain, however, when it began 
advertising, that the 6 cents was necessary to continue 
the present service and the action had no political 
significance. It pointed out that the present service 
far exceeds the service provided for under the terms 
of the old franchise, which expires on Feb. 1, 1924. 

The action of the company in putting tickets on sale 
caused an uproar among the politicians and some city 
officials, including the Mayor. The Mayor sought to 
invoke the aid of the city’s law department to prevent 
the sale of five tickets for 30 cents, and one or two 
councilmen asked the same department if something 
couldn’t be done to stop the advertising. 

“The city is getting a black eye in this advertising,” 
declared Councilman Rose. “We are being made the 
laughing stock of visitors. Something must be done.” 

The legal department is reported to have expressed 
an opinion that gave little satisfaction to the protestors. 
“There’s no law against honest advertising, and the 
people can pay what they want to pay in excess of the 
franchise fare,” is the substance-of what the law direc- 
tor said to the Mayor. 

And that settled that! 

Now it is said a committee of citizens has again 
taken up the question of a new franchise in the hope 
of ending the controversy. What has been done along 
this line, if anything, no one seems to know. 

The advertising used has been carried in the com- 
pany’s magazine, the N. O. T. & L. N ews; in sectional 
strips on the upper ends of the cars, posters inside the 
cars, in newspapers and local magazines. 

The figures which were submitted included nothing 
for depreciation and no interest on the investment. 


These facts were clearly pointed out in all advertising. ~ 


The company also showed the old franchise service 
provisions in comparison with the service now being 
supplied. It pointed out that 120 new city cars and 
twenty-four buses had been placed in service in the 
last few years; that lines had been extended, rebuilt 
and double tracked; that a new line had been con- 
structed across the $2,000,000 viaduct which bridges 
the Cuyahoga Valley, and in many other ways the 
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system had been improved to enable the company to 


provide a betterment of service. At the same time the 
company declared: 

“We have lost money on the Akron City system for 
years. Steadily adding to the investment may have 
seemed to some not good business, but— 

“We have never lost faith in the people of Akron. 
We firmly believe the people of this city do not want 
this company, or any other company, to operate for less 
than cost.” . 

Before the appeal was made to car riders to volun- 
tarily pay the additional penny, talks were made to 
the company’s trainmen. They were urged to express 
the thanks of the company to patrons paying 6 cents. 
This co-operation has undoubtedly been beneficial. 

When Detroit went to a 6-cent cash fare and the 
Cleveland ticket fare was abolished the company took 
the opportunity to point out rising labor, material and 
fuel costs. 

Here is additional evidence of how no opportunity 
was overlooked. A newspaper man called the adver- 
tising department of the company and said: ‘You 
certainly have more confidence in the public than I have. 
I don’t think it will respond to your appeal. You 
might as well save your money.” 

The next day the following advertisement appeared 
in all the papers: 


One of Our Friends 
Said to Us Yesterday: 


“You certainly have more confidence in the people 
than I have.” 


Confidence in the people—in the people who ride 
our cars! 


Certainly we have confidence in them, and why not? 


We have found the men and women who ride our 
cars disposed to give us a square deal. They are 
the kind of people who believe in dealing fairly 
by everybody. 


They do not want something for nothing! 


Faith in them? Every day in the week we will 
pin our faith to them. 


Believe they will answer our appeal and in fair- 
ness drop 6 cents into the fare box? 

Certainly we believe they will! 

We have confidence in the car riders—and we 
firmly believe the car riders are going to assist 
us in maintaining the service we are supplying— 
a service far in excess of the old franchise re- 
quirements. 


Thank you! 


Still another piece of effective advertising was the 
following placard used in the cars: 


Do You Know? 


154 cities have a 10-cent fare; 
4 cities havea 9-cent fare; 
109 cities have an 8-cent fare; 
186 citieshave a T7-cent fare; 
99 cities havea 6-cent fare; 


In only two cities have fares been increased by 
court order. 


Car riders of Akron are voluntarily paying 6 cents. 
The actual cost of the car ride is 5.7 cents! 
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In the advertising there has been no let-up in the 
campaign from the day it was inaugurated and there 
will not be. As stated, the old franchise expires on 
Feb. 1, 1924, and the company believes that by that 
time the people will have become so thoroughly con- 
versant with the situation that there will be no objection 
from those who ride the cars to paying the cost of 
their ride. 

Is the campaign proving a success? 
answer: 

Sunday, Aug. 19, the first day, nearly 10,000 pennies 
fell into the fare box. On Monday, the next day, the 
number increased to 19,000. It fell to 17,000 on Tues- 
day; went to 22,000 on Wednesday; decreased Thursday 
and Friday, and exceeded the 22,000 mark on Saturday. 

Since the first week between 19,000 and 20,000 
pennies—the number increasing somewhat day by day 
—have been placed in the fare box daily. 

The average number of passengers carried slightly 
exceeds 100,000 in the city, so that nearly 20 per cent 
of the riders appear to be paying the 6-cent fare. 

Now that the tickets have been placed on sale there 
is reason to believe that the percentage of those pay- 
ing the 6-cent fare will be still further increased. 


Here is the 


Observations in Three 
Tennessee Cities 


Accident Prevention, Systematizing of Insurance Poli- 
cies, Pull-In Records and the Railroad and Public 
Utilities Commission Were of Special Interest 


By “SPECTATOR” 


HATTANOOGA, Nashville and Knoxville, Tenn., 

are cities in which railway conditions are similar 
in many ways. The railways in these cities, as well 
as the other industries, are supplied with power by the 
Tennessee Electric Power Company, a virile, composite 
organization, made up of several railway and power 
companies now thoroughly merged. The railways in 
these three cities are fortunate in being affiliated with 
the prosperous power business. 

One element of uncertainty which I found among the 
railways in Tennessee is the future status of the Public 
Utilities Commission, which is under vigorous political 
fire. The commission is elective and hence is neces- 
sarily ‘in politics.’ As far as can be learned, it is 
endeavoring to give the utilities a square deal, but it 
occupies a difficult position. The Governor appears to 
favor a commission of a different character, with com- 
missioners appointed, but with provision for changing 
only a portion of the commission in any one year. It 
appears to me that the principle of regulation by com- 
mission is on trial in Tennessee and the outcome of the 
present agitation will be of general interest throughout 
the country. 

In Chattanooga the intimate relation of the railway 
and power departments of the company is illustrated 
by the large use made of display spaces on the cars for 
the advertising of power service. Legends for this 
purpose are mounted in the car windows, so that from 
the street side they read continuously from end to end 
of the car. On its inside space each card bears a sepa- 
rate legend. ; 

The shops at Chattanooga are particularly commend- 
able, being roomy and cheerful and bountifully supplied 
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with labor-saving devices. Traveling air hoists are par- 
ticularly in evidence. 

Since the formation of the Tennessee Electric Power 
Company was brought about the company has been 
making a comprehensive study of fire insurance, which 
is now on a systematic basis, one blanket policy par- 
ticipated in by several insurance companies covering 
the whole property. This is the subject of a special 
article on another page of this issue. 


SIGNAL MOUNTAIN AND ITS RAILWAY 


In Chattanooga there is an interesting mountain 
railway serving a thriving group of industries center- 
ing in Signal Mountain, namely, the Chattanooga Trac- 
tion Company. Just ten years ago two land companies 
were formed to develop the territory adjacent to the city 
below and on Signal Mountain, 12,000 acres in all. Coal 
mines were opened up, an attractive hotel and cottages 
were built on the mountain, 1,500 ft. above the city, and 
manufacturing industries were encouraged to locate on 
the tract. The railway, of course, formed an essential 
feature of this development, as it was to supply all the 
local transportation. The railway was built according 
to the best practice, and its construction involved un- 
usual difficult operating conditions of grade and curva- 
ture. A maximum grade of 5% per cent was encoun- 
tered, and the curvature in places seems almost too 
great for operation. These curves are, however, “nego- 
tiated” safely and without excessive wear on the equip- 
ment. There are three “horseshoe curves” on the moun- 
tain side. Of course it takes power to operate this line, 
each 26-ton car being equipped with four 70-hp. motors, 
geared to 338-in. wheels with a ratio of 20:66. The 
power comes from the Tennessee Electric Power Com- 
pany, with which it has no financial connection, but 
whose tracks are also used for entrance to the city. 

The passenger cars on Signal Mountain seat sixty- 
two passengers and the combination cars fifty, there 
being a roomy baggage compartment in each of the 
latter. Hourly service is given, and the fare for the 
12 miles up the mountain is 25 cents. To Red Bank, 
8 miles, the fare is only 10 cents, and that to Glendale, 
in the first zone, is but 5 cents for 6 miles. For the 
service given these fares are very low, but the company 
does a large freight business, which is much more 
profitable. In this service two electric locomotives are 
employed, and more than 500 carloads per month are 
handled. When enormous cement works now under 
construction are completed the freight business will be 
greatly increased. 


SAFETY CAMPAIGN ACTIVE IN NASHVILLE 


The Nashville Railway & Light Company, also a sub- 
sidiary of the Tennessee Electric Power Company, has 
been under fire, to show why the local carfare should 
not be reduced from 7 cents. Considerable stress was 
laid by the complainant on the fact that the company 
pays to one of the nationally known management and 
engineering companies certain fees for advice and en- 
gineering design and supervision. The company clearly 
brought out by expert opinion that it obtains full value 
for these fees and that a 7-cent fare is no bonanza in 
Nashville. 

The Nashville Railway & Light Company is taking 
a leading part in the campaign recently organized to 
bring about accident reduction. J. P. W. Brown, gen- 
eral superintendent of the company, heads a newly 
formed local Safety Council. Headquarters of the coun- 
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cil have been established in the Chamber of Commerce 


Building, with a former employee of the company in 


charge. Data which the council has promised for early 
publication in, this paper will show remarkable results 
from these efforts. 

There is a fine spirit on this property in the welfare 
work for employees and their families. The quarters 


of the Employees’ Mutual Benefit Association and its — 


program are like those of an enterprising club. The 


vocational educational plans of the company are also © 


well advanced. As was illustrated in a recent articis 
in this paper, the reclamation work going on in the 
shops is highly profitable. 
by care in the purchase of supplies, as is illustrated in 


the case of lumber, of which a large quantity is kept in . 


storage. Lumber is purchased in lots at advantageous 
times and stored under cover. 


tains a wealth of valuable wood, some specimens of 


The lumber storage con- | 


This work is supplemented — 


which have been seasoning under natural conditions for | 


several years. 


FINE PULL-IN RECORD AT KNOXVILLE 


In Knoxville I found the railway officials highly © 


gratified with their pull-in record for the preceding 
month (May), which was 17,963 miles per pull-in. 


This record can be understood in view of the company’s — 


excellent shop facilities: The machine shop, in particu- 
lar, is one of the best that I have seen recently. The 
mechanical department has adopted a motto: “Careful 
fitting is the secret of success.” It seems to work out 
well here with regard to maintenance. 


Knoxville is the center of vigorous bus activity. - 


Thirty-seven bus lines terminate in the city, at several 
centers. 
and there is talk of a union bus terminal. This traffic 
appears to be largely of non-competitive character with 
the railway. 

The Knoxville company is increasing its demand upon 


An association of bus owners has been formed, ~ 


the power company and is installing 10,000 kva. in 


transformers to supply additional power which is to be 
purchased. The transformers will step the voltage down 
from 120,000 to 2,300 for the railway and to 13,200 for 
large power customers. The power company is putting 
in a duplicate transmission line to care for this rapidly 
increasing business. 

Knoxville is one of the cities which has found bal- 
lasted track construction to be the most permanent for 
the local conditions. This permanence is only secured, 
however, by careful tamping and draining. The ballast 
is compacted by as many as four tampings under traffic. 


The railway is co-operating with the city in regard to — 


paving, so as to prevent breakage where the municipal 
and utility pavings join. 


Municipal Operation of Tramways 
Predominates in Great Britain 


NTERESTING statistics of British tramways have 

been issued by the Ministry of Transport. The data, 
which cover both tramways and light railways on public 
roads, show the following for the fiscal year ended Dec. 
31, 1921, for companies and March 31, 1922, for local 
authorities. Total route-mileage in operation 2,579 
(4,275 track-miles), of which 1,756 miles was operated 
by local authorities and 823 miles by companies. The 
total gross receipts for 1921-22 were £32,523,339 and 
the total operating expenses were £26,835,292, leaving 


; 
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net receipts of £5,688,047, roughly an improvement of 
30 per cent over the preceding year. 

' Passengers carried numbered slightly over four and 
a quarter billions, a decrease of nearly 9 per cent from 
the preceding year, while the car-mileage decreased 
slightly under 4 per cent. The operating ratio fell to 
824 per cent from 86.44 per cent, as it was during the 
preceding year, as compared with 643 per cent in 1913 
and 1914. 

Of the 250 tramways in Great Britain 170 are owned 
by local authorities and eighty by companies. Of five 
track gages in use, ranging from 3 ft. 6 in. to 4 ft. 
83 in., 60 per cent of the track is of the last-named gage. 
More than 23 per cent is of the 3-ft. 6-in. gage. The 
average energy consumption during the year was 1.82 
kw.-hr. per car-mile. 


Combination Road 
and Drainage Ditch Crossing 


Unique Construction on Interurban Line of Pacific 
Electric Railway Made Necessary by Locating 
of Drainage Ditch Across Right-of-Way 


By CLIFFORD A. ELLIOTT 


Cost Engineer, Engineering Department, Pacific Electric Railway, 
Los Angeles, Cal. 


HE Los Angeles County Flood Control District is 

carrying out plans for handling the large volume of 
storm waters that collect each rainy season in southern 
California in a locality north of the Pacific Electric 
Railway’s Del Rey-Redondo Beach interurban line near 
Rentchler station. In order adequately to drain this 
particular district, the county has constructed a con- 
crete drainage ditch 40 ft. wide. The height of the 
retaining walls is 4 ft. from the base of the ditch to 
the top of the wall, which is 6 in. thick. 

The drainage ditch follows the route of a highway 
and it was, therefore, constructed so that the floor of 
the ditch, which is suitably crowned, could also serve as 
a roadway, being built of concrete similar to a highway. 

At the point of intersec- 
tion with the interurban 
railway’s tracks the ditch 
was spread to a width of 
60 ft., running back 150 ft. 
at this width in each direc- 
tion from the center line 
of the railway tracks. The 
highway was raised to the 
track level with a runoff of 
250 ft. on one side and 350 
ft. on the other. Wooden 
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Details of Method of Supporting Rail Over Culverts 


post barriers were placed along each side of the 20-ft. 
roadway on the raised section, and valley gutters, 4 ft. 
wide from the toe of the crowned highway to the face 
of the retaining wall, were provided. For the passage 
of the flood waters the railway installed under its 
double-track line two reinforced-concrete culverts which 
act as a water course for a section of the drainage ditch. 
One is located on each side of the 20-ft. concrete ele- 
vated highway. 

These culverts are of the compartment type. The 
width of the opening in each is 6 ft. and its height is 
8 ft. 3 in. The section of the railway right-of-way oc- 
cupied by the culverts and not paved in was planked 
over, but where the 20-ft. highway crosses. the railway 
tracks 6-in. concrete pavement was laid. 

The tracks over the concrete culverts are of T-rail 
girder construction, two 85-lb. rails set longitudinally, 
forming with the rail a girder support for each rail of 
the tracks. This rests on inverted pieces of T-rail set 
in the concrete. Details of this plan for supporting the 
track rail over the 6-ft. opening are shown in one of 
the accompanying illus- 
trations. 

Where the concrete pav- 
ing crosses the tracks, a 
20-ft. length of 75-lb. C.S. 
revised section guard rail 
was mounted inside of 
each track rail, providing 
a flangeway in which the 
car wheel flanges can run 
without damage to the 
roadway. 


At Top, Crossing of Pacific Electric Tracks with Combined Drainage Ditch and Highway Furnishes Interesting Construction Problem. 


At Left, Crossing of Tracks and Highway at Grade. 


At Right, Guard Rail Edges Concrete Paving and Provides Flangeway at Crossing. 


374 


S<S 


[ The Ronde Forum 


Factors in Rail Head Wear 


THIRD AVENUE RAILWAY 
NEw YorK, N. Y., Sept. 4, 1928. 


To the Editors: 

The article by Charles H. Clark in your issue of July 
14, entitled, “Wear on Rail Head May Determine Life 
of Track,” includes an interesting tabulation showing 
rail wear and corresponding car traffic at various loca- 
tions in Cleveland. Mr. Clark’s article gives the im- 
pression that in Cleveland, owing to the use of the 
“best modern construction,” “the life of the track is 
practically the life of the head of the rail and the 
construction combined” instead of being controlled by 
“the life of the joints,” which has been pretty generally 
the experience in other cities. Elsewhere in the article, 
the best modern construction is indicated to be, at the 
present time, “the solid concrete steel tie construction.” 

A summary of the tabulation given, obtained by 
adding up the items for the two classes of construction 
shown, is as follows: 


Vertical Rail Wear 
in Inches per 
Million Cars 


Years Number 


in Cars in Type of Between Aver- per 
Service Millions Ballast At Stop Stops age Year 
209 67.2 Crushed stone ..... 0.088 0.066 0.077 0.025 
466 156.3°- Cotlerete® \ a0: scene 0.099 0.059 0.079 0.026 
675 22320 4 Id OCA a: daieter alt ce eee 0.095 0.061 0.078 0.026 


The rail wear as shown by this summary is substan- 
tially the same with concrete and with crushed stone 
construction. With the exception of the first item, which 
is track that has been in service eighteen years, none 
of the rail given in the tabulation has worn more than 
£ in. vertically. As this includes only part of the Cleve- 
land tracks, it is impossible to tell from it what the 
average wear on Cleveland rail has been at the time of 
its renewal. 

The sketch given on page 47 of worn rail section 
95-400 indicates wear of about 4% in. if measured on the 
edge of the head next to the gage line fillet. In re- 
ferring to it Mr. Clark comments that it was removed 
on account of cracking of the web below the head. He 
gives a movement of 21,000,000 wheels over this rail. 
Assuming these to be under double-truck cars similar to 
those at present in use in Cleveland would give a move- 
ment of 5,250,000 cars, which, at the average rate of 
wear in the table, would give a total vertical wear of 
0.41, or 42 in., which is about half the amount of wear 
shown on the sketch. This figure of 43 in. also agrees 
fairly well with the figures given in the paragraph at 
the bottom of the first column on the first page of the 
article. 

In actual practice rails are often removed for reasons 
not by any means controlled by the amount of wear on 
the rails. Pavement renewals aad political considera- 
tions all tend to make the life of the rails much 
shorter than the maximum which could be obtained if 
the joints permitted the rail to be worn down to a 
minimum thickness between joints, and if nothing else 
interfered arbitrarily to shorten the life of the track. 

The article contains a diagram showing the average 
cars per mile per year. The variations above and below 
the mean since 1914 are practically equal in amount, 
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averaging 126,000 cars per mile per year. A second 
diagram shows the average age of track removed each 
year. In 1916 this was only about 11? years, which 
was extraordinarily low for an average figure, and 
probably much below the average of the country gen- 
erally, showing that track renewals in Cleveland had 
been made on an exceedingly liberal basis. This seems 
readily to account for the increased average life of track 
removed since that date, the present average of about 
174 years being considerably nearer the normal of 
other companies. It is also to be noted that this in- 
crease in age coincides with the war period from 1916 
to 1919. 

In the last paragraph of Mr. Clark’s article he refers 
to tilting the rails at an angle of 1:25, which, he con- 
cludes, “means at least 15 per cent more life.” It 
should be noted that the redesigned Cleveland rail re- 
ferred to in the next sentence is not intended to be used 
tilted, and the additional life which may be expected of 
it is due to the fact that the head of the rail is a 
quarter of an inch thicker than in the old section, 


‘making the total height of the rail 74 in. 


The main conclusions the writer wishes to draw are, 
first, that there is nothing in the figures given to show 
any superiority of solid concrete construction over con- 
struction using crushed stone ballast; and second, that 
the increased average life of track removed dating from 
the beginning of war-time conditions in 1916 seems to 
be due to other causes than the rate of rail wear. 

EK. M. T. RyDER, Way Engineer. 


Reproduction Method of Valuation 
More Convenient to Apply 


NEw YorK, Aug. 28, 1923. 
To the Editors: 

I was much interested in your comment last week 
on the reproduction and investment methods of valua- 
tion from the standpoints of public relations and the 
reward of good judgment. Fortunately, it is not neces- 
sary longer to discuss which method is the more just 
to utility and public. That is up to the courts and 
commissions, and they are settling it rapidly. 

There is a phase of the subject, however, to which 
attention might also well be directed, and that is the 
relative convenience in application of the two methods. 
In this, the reproduction method is far superior to 
the investment method for any properties ,except the 
very modern ones. With cost of reproduction as a 
basis, the facts are always available if one seeks them, 
but the investment method means dependence on his- 
torical records, which, if they exist at all, are nearly 
always apt to be incomplete. And incompleteness in 
this case practically means that many important items 
of expense must be omitted because they are unknown 
or cannot be proved. Some knowledge of the historical 
conditions surrounding the installation must be avail- 
able, even with the reproduction method, but nowhere 
nearly as much as with the investment method. In’ 
consequence, reproduction valuations of several prop- 
erties recently show practically no difference in the 
inventories, as determined by the engineers of the 
opposing sides. Such is more apt to be the case, of 
course, when the inventories are made at the same 
time and the engineers can compare notes. The differ- 
ences that exist in the valuations usually occur in the 
intangible items to be included and the price data. 

ENGINEER. 
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Association News & Discussions 


Pacific Claim Agents Hold 
Successful Meeting 


HE most successful convention ever 

held, was the general verdict after 
the meeting of the Pacific Claim Agents’ 
Association at Portland, Aug. 22 to 24. 
‘The good results obtained in that city 
along safety education and accident 
prevention lines were of particular in- 
terest to the claim agents. It was the 
opinion that this had been brought 
about principally through the hearty 
co-operation between municipal officials 
and the railway. ' 


SAFETY AND ITS RELATION 
TO THE PUBLIC 


In a paper read by B. F. Boynton, 
Portland Railway Light & Power Com- 
pany, the problem of interesting the 
public along safety lines was discussed. 
“You must: first thoroughly demon- 
strate that you are sincere,” said Mr. 
_ Boynton, “that you understand what 

you are doing, and that you are per- 
fectly willing to work hard, not for 
private gain, but for the general wel- 
fare. Beneficial results can be obtained 
by talking to school children about 
accident prevention. The organization 
of safety officers at each school, who 
report to their principals any infrac- 
tion of traffic regulations, has been 
found a helpful scheme. Whenever an 
accident occurs, and one of these safety 
officers is near, he immediately gets 
all the data possible and turns them 

over to the chief of safety officers. 
“One of the best ways to get the con- 
fidence of the people is for the claim 
agent who is a good mixer to affiliate 
with all the different civic bodies in the 
city, attend the meetings regularly, be 
willing to work hard along any helpful 
lines of civic work, to show himself 
willing at all times to help the other 
fellow when he needs assistance. The 
latter will then be more ready to come 
to your aid when you need him.” 


DISCOURAGING LITIGATION IN 
DAMAGE CLAIMS 


J. H. Handlon, Market Street Rail- 
way, San Francisco, spoke on methods 
by which litigation can be discouraged. 
“What can we do toward prevailing 
upon claimants to abandon all thoughts 
of litigation?” said Mr. Handlon. ‘We 
must by our conduct, by our own be- 
havior, instill confidence so that the 
‘other fellow’ has faith in us. We must 
establish, if possible, in the minds of 
claimants, the thought that we are 
striving to deal justly by them. Let 
us endeavor to convince them that we 
are trying to obtain a proper persnec- 
tive of the merits of their claims. We 


must try to eradicate any impression 
which they may have that we are advo- 
cates paid solely to champion the inter- 
ests of the company. 

“We must give claimants to under- 
stand that the lawyer representing the 
company is hired to plead, support, 
vindicate and defend the company, 
therefore the lawyer is right in assum- 
ing a fighting attitude when combating 
litigation; but as claim agents we aim 
to be just as impartial as a judge or 
jury weighing the merits of the case. 

“The publicity given to the methods 
employed by the company in striving 
to prevent accidents is a factor estab- 
lishing a friendly feeling toward the 
company. Claimants then are more 
disposed to look kindly upon offers of 
settlement, for they are not so vindic- 
tive and not so likely to ask punitive 
damages. ‘ 

“The good will of lawyers and doc- 
tors should be cultivated. Lawyers are 
encouraged to deal directly with the 
claim agent. A lawyer ordinarily 
wants to facilitate the handling of the 
claim without burdening himself with 
too much effort. We should pave the 
way to a final disposition of the claim 
by putting him to as little inconven- 
ience as possible. We are always try- 
ing to develop the good will of physi- 
cians in numerous ways, particularly 
by making an effort to protect their 
bills and by allowing them liberal fees. 

“The general pub‘ic’s letters are 
acknowledged in prompt, respectful and 
business-like fashion. Persons are 
treated courteously on their arrival at 
the office. Our reception room is 
supplied with newspapers and maga- 
zines for their convenience. Our walls 
are covered with accident prevention 
placards and similar exhibits, planned 
to interest them if they are compelled 
to wait before being interviewed. Te e- 
phones and drinking water are at their 
service. They are not only pleasantly 
greeted but given to understand that 
we do not look upon them with suspi- 
cion; that it is our wish to pay what 
we owe and we do not have any inten- 
tion of evading our just obligations; 
that we merely ask their co-operation 
in gathering the facts; that everybody, 
whether rich or poor, influential or 
forsaken, is treated alike.” 


LIABILITY OF THE AUTO DRIVER 
TO His GUESTS 


In a paper A. L. Levinsky, Stockton 
Electric Railway, said that at the San 
Diego convention, after a discussion 
upon this subject, it was suggested that 


action should be taken at the next ses- 
sion of the Legislature to have the 
statutes upon negligence amended so 
that railways might escape the burden 
east upon them by the decisions on the 
liability of the automobile driver to his 
guests. He therefore wrote to the law 
departments of various transportation 
companies, and two bills were finally 
agreed upon, which were presented to 
the Legislature, but unfortunately did 
not obtain favorable action. After giv- 
ing the proposed amendment very care- 
ful consideration, it was felt that it 
was an intricate matter to prepare an 
amendment which would be constitu- 
tional. 

Mr. Levinsky stated that in line with 
recent decisions, it has been held that 
if the driver and guest were engaged 
in a joint enterprise, then the negli- 
gence of the driver could be imputed 
to the guest. 

But in order that there be such a 
joint undertaking it is not sufficient, 
according to court decisions, that the 
passenger or occupant of the machine 
indicate to the driver or chauffeur the 
route he may wish to travel, or the 
places to which he wishes to go, even 
though in this respect there exists be- 
tween them a common enterprise of 
riding together. The circumstances 
must be such as show that the occu- 
pant and the driver together had such 
control and direction over the automo- 
bile as to be practically in the joint or 
common possession of it. 


EDUCATION OF EMPLOYEES 


H. G. Winsor, Tacoma Railway & 
Power Company, in a paper on edu- 
cation of employees, said that some 
companies have attempted education in 
various ways, but the results have been 
in most cases unsatisfactory, princi- 
pally because the objective has been 
clouded, or the means of accomplish- 
ment lacking. {As claims men,’ con- 
tinued Mr. Winsor, “we have for a 
number of years persistently followed 
a plan to educate our employees in 
accident prevention. The results have 
been beneficial from the humanitarian 
and financial view points. 

“T have been very much interested 
in a report by Mr. Handlon which con- 
tains the record of proceedings of a 
research committee appointed in No- 
vember, 1920, by President Von Phul 
of the Market Street Railway and 
working in co-operation with the Pacific 
Coast Bureau of Employment Research. 
The principal application to education 
of the work reported by this com- 
mittee is found in the mental tests 
in which employees, principally motor- 
men, were examined in various ways 
to determine their mental ability 
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properly to perform their duties. The 
results agreed with those secured in 
other industries and in the United 
States Army. Many men were found 
to have the mentality of a person ten 
to fifteen years of age. This condition, 
which is reported to exist in all indus- 
trial groups, emphasizes the need of 
education. 

“As claims men we have only a 
limited opportunity in the education of 
employees. Such work of this nature 
as we have undertaken in the past has, 
we believe, proved successful. Our ex- 
perience must, therefore, be of some 
value in any development which our 
employees may undertake.” 


OFFICERS ELECTED 


The officers elected for the following 
year are: President, P. O. Solon, San 
Francisco-Oakland Terminal Railway; 
first vice-president, S. A. Bishop, Pacific 
Electric Railway; second vice-president, 
V. F. Bennett, San Diego Electric 
Railway; third vice-president, C. R. 
Peck, Portland Railway, Light & Power 
Company, and secretary-treasurer, B. 
F. Boynton, Portland Railway, Light 
& Power Company. The new execu- 
tive committee will consist of J. H. 
Handlon, chairman; T. G. Aston, H. G. 
Winsor, W. H. Moore, C. A. Blackburn, 
F. E. Oakley, H. K. Relf, A. M. Lee, 
A. L. Levinsky, and C. N. McRoberts. 


Track Building with 


Steel Ties* 


By CiypE L. HEDGES 
Wisconsin Railway, Light & Power 
Company, La Crosse, Wis. 

UR track program this year for 

city track construction in La 
Crosse calls for the relaying of 2.7 
miles of track, all in paving. Of this 
track 1.2 miles is in bituminous con- 
crete paving, and the balance in brick. 
All was laid with 6-in. 72-lb. T-rail 
except 0.1 mile, which we laid with 
70-lb A.S.C.E. section, in bituminous 
concrete paving. 

For foundation to be placed under 
wood tie construction 5 in. of No. 1 
and No. 2 limestone is used. It is rolled 
with a 10-ton roller, sufficient No. 3 
crushed limestone being used for tamp- 
ing before rolling, thus making a total 
of 6 in. of rock under the ties. Dayton 
mechanical ties will be used for 0.8 
mile and on the balance 7-ft. cedar ties. 
Concrete to the depth of 5 in. is placed 
between the ties and under the rail in 
wood tie construction, for support of 
paving. Standard spikes 53 in. x ¥% in. 
are used. Experience has shown tie 
rods are not necessary. 

For joint welding we use an Indian- 
apolis welder. All of our track this 
year will be welded with Apex joints, 
which are preferred to the Simplex joint 
on account of the better head support. 
Four pounds of Grade “B” and 1 lb. of 
Grade “C” welding material are used 


*Abstract of a paper presented before the 
Electric Railway Section of the Wisconsin 
ee ng Asociation, Oshkosh, Wis., Aug. 17, 
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on each joint. Our joints cost about 
$6.55 each, divided as follows: 


EXATIOP Bee EES nisin ojejeis pine cee sales $0.75 
GUN TON MPa le scree cc ee ene wens -60 
Welding material .........-.++++00% -50 
Welding plates ..........ceseeeeeeee 4.70 

STEEN ie Gis cis soo ele se ena cems $6.55 


Under the ball of the rail and ad- 
joining the web, cement mortar is 
placed, against which the outer paving 
block is laid. Along the gage side of 
the rail a special mold block of Nelson- 
ville pattern is placed of size to fit the 
rail. A special Nelsonville stretcher 
brick is laid inside of the rail. Three 
rows of regular paving block are placed 
lengthwise adjoining the outside of the 
rail. 

We have purchased new double curves 
wherever necessary, arranged for car 
clearance. Wherever we have replaced 
any switches, iron-bound manganese 
hard center construction is used. All 
our switch points are arranged with 
reversible automatic spring switch 
boxes. 

Our plan for the installation of the 
Dayton resilient tie is as follows: 
We establish a grade for street paving, 
and roll with a 10-ton roller. Then the 
track is located and under each rail a 
trench is excavated 15 in. wide and of 
sufficient depth to allow 6 in. of con- 
crete between the bottom of trench and 
bottom of ties after the rail has been 
brought to grade. We then place wood 
ties across the trench ‘about every 20 
or 30 ft., the distance being governed 
by the weight and flexibility of the 
rail installed. The rails are set in posi- 
tion on the ties above the trench grade. 
We then hang the ties to the rail by 
means of the fasteners which are pro- 
vided with them. At first only every 
fourth or fifth tie is hung in order that 
the track gage may be verified at 
points where these ties are installed. 
The intermediate ties may then be hung 
and fastened permanently. In spacing 
the ties 3-ft. centers are allowed, and 
the space is closed to 2-ft. centers next 
to the joint tie. After all ties are 
properly spaced and fastened, track is 
lowered on 12-in. blocks spaced every 
20 ft. in the trench. Old ties may be 
used for blocks. The track is ready for 
final line and grade after it is lowered 
on the blocks. Wood shims are used 
between wood blocks and rail wher- 
ever necessary. In tightening the tie 
fasteners, a short wrench not more 
than 10 or 12 in. long ‘should be used, 
and care should be taken not to screw 
the nut tighter than is necessary to 
seat the rail firmly upon the tie block. 
The Dayton tie has a cushion of 
asphalt % in. thick under each of the 
wood blocks, and if the nuts are run 
down too far the asphalt will squeeze 
out between the two blocks. 

The following concrete mix is used: 
One part portland cement, three parts 
sand, six parts coarse aggregate. If 
pit run gravel is used it should be free 
from soil, and the mix used is one part 
cement to six parts gravel. In pouring 
the concrete a man should be present 
constantly with tamping bat to see 
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that no voids are left under or about 
the tie blocks. 

In welding the joints it is good prac- 
tice to weld the base of the rail to the 
top plate of the joint tie. 

A rail grinder supplements the work 
of the track welder. With the welder 
and grinder we have been able to save 
a great deal of special trackwork such 
as frogs, switches, mates and crossings. 
The worn-out frog or switch is built 
up by depositing new metal, which is 
then ground down without disturbing 
paving or traffic. Cupped joints and 
deep depressions are filled in and then 
ground to the original surface. 

It is our intention to go over all 
joints on our new work and grind off 
any slight high spots the rail may have, 
and we will then have a perfect joint. 
Our welder has been used to fill bolt- 
holes in car trucks which have become 
oblong through wear. These holes have 
been filled in solid with new metal and 
then rebored. This is much more satis- 
factory than the old method of plugging 
and redrilling. We have been able to 
weld many new ears on gear cases. 

On one of our streets a number of 
years ago the operators of the property 
at that time installed 70-lb.\ A.S.C.E. 
rail in brick pavement. To bring the rail 
to proper height for 4-in. paving brick 
the 70-lb. rail was laid on wood shims 
on wood ties. The shims have since 
rotted out and the track has become 
depressed in the pavement. We have 
found it necessary to relay the 70-lb. 
rail with 72-lb. 6-in. T and repave be- 
tween the rails. We have been able 
to save most of the brick for repaving 
by laying them with the worn side down 
and asphalting in. For the above rea- 
son we are laying all new track with 
6-in. rail. / 


International Conference on 
Standardization 


CONFERENCE of the secretaries 

of national industrial standardizing 
bodies was held in Zurich and Baden, 
Switzerland, July 3 to 7. Thirteen 
countries were represented, including all 
of the more important industrial na- 
tions of Europe and America. The 
United States was represented by P. G. 
Agnew of the American Engineering 
Standards Committee. 

A leading topic discussed by the con- 
ference was the interchange of informa- 
tion between the various national bodies 
during the development of the work 
in the different countries. While it was 
not possible to overcome all the diffi- 
culties existing, substantial progress 
was made. It is believed that the steps 
taken will lead immediately to a sub- 
stantially increased amount of inter- 
change of information during the earlier 
stages of standardization work, and 
that the way has been paved for a much 
more extensive interchange in the 
future. 

Provision was made for continuing 
the work of the conference on the many 
administrative problems of common in- 
terest, through a loosely-knit continuing 
organization, An example of such work 
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planned by the conference is the trans- 
lation of technical terms of special im- 
portance or difficulty in standardization 
work. There will gradually be built up 
such a vocabulary of technical. terms, 
mainly in English, French and German, 
but supplemented as far as may be 
feasible and necessary by the cor- 
responding terms in other languages. 
Another example is the work undertaken 
by the conference on the classification 
and nomenclature of standards. 


Birmingham’s Experiment 
with Trackless Trolley* 


T THE annual conference of Munici- 
pal Tramway Association, Ports- 
mouth, England, Aug. 22-24, Alfred 
Baker, general manager Birmingham 
Corporation Tramways, presented a 
paper giving an interesting account 
of the reasons why the City Council 
determined to try trackless trolley cars 
and of the satisfactory traffic and finan- 
cial results so far obtained on a route 
which was formerly occupied by a 
tramway. 

Mr. Baker, in opening, said that the 
opponents of tramways had been de- 
lighted when it was announced some 
time ago that Birmingham had decided 
to abandon one of its tramway routes 
and to substitute some other system of 
traction. But the fact was that there 
was no system of traction that could 
cope with rush-hour traffic with the 
same ease and facility as the tramway. 
Tramways were as alive today as they 
ever had been and would hold the field 
for many years in dealing with large 
volumes of traffic. 

In 1921 Birmingham Corporation 
was faced with the reconstruction of 
a very large amount of permanent 
way, a matter at that time of grave 
concern owing to the high cost of wages 
and material. At prices then obtain- 
ing, it was only on routes of enormous 
traffic that reconstruction could be 
faced without anxiety. The corporation 
was then reconstructing certain heavy 
traffic routes. 

On the other hand, he said, there 
were certain other routes requiring re- 
construction where the traffic was com- 
paratively light. The Nechells route 
was one of the latter. It was only 
single track and ran through narrow 
streets. The alternatives to. recon- 
struction were the petrol omnibus and 
the trolley omnibus. The former the 
corporation knew all about, having a 
large fleet already in operation, so it 
directed its inquiries to the subject 
of the trackless car system. After ex- 
haustive inquiries it was decided to 
adopt the trolley bus as being the most 
suitable for this route. 

In considering relative merits, the 
question of carrying capacity was very 
important.. The tramcars running over 
the route wére double-deck top covered 
vehicles seating fifty-four passengers 
each. It seemed to the corporation that 
any new vehicle adopted must be able 
to seat passengers approximating in 
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number those carried on the tramcar. 
This seemed to point to the double- 
deck petrol bus, as the majority of the 
trolley buses running in England were 
single-deck vehicles carrying only from 
twenty to thirty passengers. It was 
known, however, that R. H. Wilkinson 
of Bradford was experimenting with a 
double-deck trolley vehicle carrying 
about fifty passengers, and this was 
investigated. 


OPERATING COSTS 


The most important question was 
that of operating costs. The cost of 
running double-deck trolley vehicles of 
large seating capacity was unknown, 
as no vehicles of this type were in 
regular service in other towns. Such 
knowledge as they did possess, how- 
ever, led the tramways committee to 
believe that operating costs would be 
less than petrol bus costs and that the 
working expenses would be similar to 
those of tramway operation. In coming 
to the decision to adopt the trolley bus, 
estimates were put forward to the 
effect that to reconstruct the tramway 
route would cost £90,000, while to in- 
stall trolley buses would cost only 
£36,000. The gross total for the trolley 
system was £54,000, but £18,000 was 
deducted as the value of twelve tram- 
ears transferred to other routes. The 
items of the £54,000 were: Twelve trol- 
ley buses, £36,000; alteration to over- 
head lines, £3,000; taking up tramways 
and making good the street for ordi- 
nary traffic, £15,000. 

In regard to receipts, those of the 
tramway, based on previous years, were 
£28,300, while the expenses were 
£22,640, giving a gross profit of £5,660. 
If the amount required for reconstruc- 
tion was made the subject of a loan, 
the interest and sinking fund charges 
would amount to £9,000, thus bringing 
out an annual loss of £3,340. For the 
trolley buses the receipts and expenses 
were put at the same figure as for the 
tramway, less a saving of 1.25d. per 
car-mile on permanent way repairs 
(£1,562). There was thus a _ gross 
profit of £7,222, and as interest and 
sinking fund charges would be only 
£4,100, there was a net profit of £3,122. 

The trolley buses which were ordered 
provided seating accommodation for 
fifty-one passengers each—twenty-six 
in the lower saloon and twenty-five on 
the upper deck. The weight was 7 tons 
6 cwt. (16,352 lb.) empty. After the 
tramway was pulled up and the road 
surface restored, the trackless cars 
began running on Nov. 27, 1922. 


COMFORTABLE RIDING 


The new system immediately took 
with the public. The trolley bus gave 
the passengers a most comfortable ride 
with an entire absence of jerks. They 
ran with extreme smoothness and were 
practically noiseless. There was no 
vehicle in transport service that for 
ease and comfort could conipare with 
a properly constructed trolley bus. The 
route, which it had been thought had 
reached the limit of its capacity, imme- 
diately began to improve its returns. 
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The trolley buses attracted more pas- 
sengers than had ever ridden on the 
tramears. The mileage run had been 
increased without increasing the num- 
ber of cars in service. 

Tables submitted showed increases of 
passengers per week, compared with 
the tramcars, ranging up to about 50 
per cent. Receipts were also up, but 
per car-mile they were down, owing to 
the increased mileage run. Accounts 
drawn up for the period from Novy. 27, 
1922, to March 31, 1923, showed that 
the traffic receipts of the trolley buses 
were £8,812, or 19.234d. per mile run. 
The total working expenses (excluding 
income tax and capital charges) were 
£5,789, or 12.648d. per mile run. The 
costs per car-mile under the various 
main headings were: Power, 2.131d.; 
traffic, 6.848d.; general, 2.351d.; repairs 
and maintenance, 1.209d.; contributions 
for health insurance and national in- 
surance, 0.114d. 

The figure of 12.648d. per car-mile 
compared with 15.407d. for petrol buses 
and 14.824d. for tramcars in Birming- 
ham. While it was true that the full 
burden of repairs for the trolley buses 
had not yet been reached, still figures 
confirmed the view that operating costs 
of trolley buses need not exceed the 
costs of tramcar operation. 


SPHERES FOR TROLLEY Bus AND 
PETROL Bus 


Each system had its own sphere of 
usefulness, but for large volumes of 
traffic tramways held the field. If he 
was asked as to how he would employ 
petrol buses and trolley buses in con- 
junction with tramways, he would be 
inclined to suggest—though in every 
case local conditions would have to be 
the deciding factors—as follows: 

1. In anticipation of an extension of 
an existing tramway, where it was 
reasonably probable that tramways 
would be required at some future date, 
he would use the trolley bus. 

2. He would use the trolley bus in 
substitution for a single line of tram- 
way where the traffic was light, or 
where it was not possible to double the 
track. 

3. On routes in suburban districts 
where some sort of transport was nec- 
essary and where there was no likeli- 
hood of tramways being required, he 
would certainly use the petrol bus. 

4, He would use the petrol bus in 
running cross-country routes and in 
connecting up the outer termini of tram- 
ways. Petrol buses could be made to 
serve a most useful purpose in linking 
together the country ends of the tram- 
ways. 


Wrought Iron Bars and Plates 
Standardized by A.E.S.C. 


G Oa American Engineering Stand- 
ards Committee. has adopted as: 
tentative American standards the spec- 
ifications submitted by the American 
Society for Testing Materials, one cov- 
ering staybolt iron, engine-bolt iron 
and extra-refined wrought-iron bars; 
second for refined wrought-iron bars, 
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and a third for wrought-iron plates. 
The special committee in charge of 
these specifications was headed by 
E. C. Peck, representing the American 
Society of Mechanical Engineers. The 
committee further recommended that 
the American Society for Testing Ma- 
terials should be designated sponsor, 
under A.E.S.C. procedure, for the 
future development and revision of 
these specifications. 


C.E.T.A. September Meeting 
Announced 


HE next regular meeting of the 

Central Electric Traffic Association 
will be held at Yellow Banks Hotel, 
Webster Lake, Ind., on Friday and 
Saturday, Sept. 14 and 15. 
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The morning session of Friday will 
be called to order at 9 o’clock and will 
be in the nature of a round-table dis- 
cussion. All. matters of importance 
should be brought before the associ- 
ation at this time. ; 
The afternoon session will be in 
charge of J. S. Bleecker, general man- 
ager Indiana, Columbus & Eastern 
Traction Company. Mr. Bleecker is 
chairman of the committee on publicity 
of the Central Electric Railway Asso- 
ciation and is taking this opportunity 
of bringing before the traffic represent- 
atives the value of publicity on the 
part of electric railways. Mr. Bleecker 
has arranged to have present repre- 
sentatives of the various committees on 
public utility information in the asso- 
ciation territory. 


American Association News 


Transportation Plans for the 
Atlantic City Convention 


LL of the trunk line passenger 

associations of the country have 
authorized the sale of round-trip tickets 
to the convention in Atlantic City at 
the rate of one and one-half the single 
way fare. This will be done on pres- 
entation of a special certificate on 
purchase of ticket at the local ticket 
office. Certificates are beirig mailed to 
members by Executive Secretary J. W. 
Welsh. 

One certificate is good for any mem- 
ber of the association, including de- 
pendent members of his family. Tickets 
may be purchased for the going trip 
beginning Oct. 4 to 10 inclusive, and 
the return trip may be made leaving 
Atlantie City up to Oct. 18, but must 
be by the same route as the going trip. 
Tickets will be validated at Atlantic 
City, N. J., by agents at the regular 
ticket offices. 

Detailed arrangements have been 
placed in the hands of a special com- 
mittee on transportation, one company 
member and one manufacturer member 
in general having been designated for 
each state. 

The complete personnel of the com- 
mittee follows: Poe 

H. J. Kenfield, chairman and representa- 


tive for INinois, Electric Tiraction, 431 
South Dearborn Street, Chicago. 


RAILWAY MEMBERS 


Alabama, F. V. Underwood, Birmingham 
Railway, Light & Power Company; Arkan- 
sas, C. J. Griffith, Arkansas Central Power 
Company, Little Rock; California, W. V. 
Hill, California Electric Railway Associa- 
tion, San Francisco; Colorado, Ernest Sten- 
ger, Denver Tramway Company: Connec- 
ticut, J. K. Punderford, Connecticut Com- 
pany, New Haven; Delaware, T. W. Wilson, 
Wilmington & Philadelphia Traction Com- 


pany, Wilmington; District of Colum- 
bia, J. H. Hanna, Capital Traction Com- 
pany, Washington;, Florida, J. P. Ingle, 


Jacksonville Traction Company. 

Georgia, F. L. Butler, Georgia Railway & 
Power Company, Atlanta: Indiana. G. K. 
Jeffries, Terre Haute, Indianapolis & East- 
ern Traction Company, Indianapolis; Iowa, 
C. D. Cass, Waterloo, Cedar Falls & North- 
ern Railway, Waterloo: Kansas, 
Theis, Jr., Arkansas Valley Interurban 
Railway Wichita ;: Kentucky, Samuel 
Riddle, Louisville Railway ; Louisiana, H. B. 


George 


Flowers, New Orleans Public Service, Inc. ; 
Maine, Alfred Sweeney, Androscoggin & 
Kennebec Railway, Lewiston; Maryland, 
L. H. Palmer, United Railways & Electric 
Company, Baltimore. 

Massachusetts, Hdward Dana, Boston 
Elevated Railway; Michigan, E. J. Burdick, 
Detroit United Lines; Minnesota, Vincento 
Law, Twin City Rapid Transit Company, 
Minneapolis; Mississippi, W. R. Phipps, 
Meridian Light & Railway; Missouri, B. W. 
Frauenthal, United Railways Company of 
St. Louis; Montana, E. J. Nash, Butte Elec- 
tric Railway; Nebraska, R. A. Leussler, 
Omaha & Council Bluffs Street Railway, 
Omaha; New Hampshire, E. C. Foster, 
Manchester Street Railway. 

New Jersey, H. C. Donecker, Public Serv- 
ice Railway, Newark; New York City, 
George Keegan, Interborough Rapid Transit 
Company ; New York, W. H. Collins, Fonda, 
Johnstown & Gloversville Railway, Glovers- 
ville; North and South Carolina, Raymond 
Hust, Tidewater Power Company, Wilming- 
ton, N. C.; North Dakota, C. Brown, 
Northern States Power Company, Fargo; 
Ohio, J. H. Alexander, Cleveland Railway; 
Oklahoma, J. W. Shartel, Oklahoma Rail- 
way, Oklahoma City; Oregon, F. T. Griffith, 
the Portland Railway, Light & Power 


Company. 
Pennsylvania, F. R. Phillips, Pittsburgh 


Railways; Rhode Island, R. R. Anderson, 
United Electric Railways, Providence; 
South Dakota, R. C. Mills, Sioux Falls 


Traction System; Tennessee, E. D. Reed, 
Tennessee Electric Power Company, Chat- 
tanooga; Texas, G. H. Clifford, Northern 
Texas Traction Company, Fort Worth; 
Utah, H. F. Dicke, Utah Light & Traction 
Company, Salt Lake City; Virginia, J. E. 
Harvell, Virginia Railway & Power Com- 
pany, Richmond; Washington, R. A. Will- 


son, Spokane United Railways; West Vir- 
ginia, E. Moore, Monongahela West 
Penn Public Service Company, Fa'‘rmont: 


Wisconsin, S. B. Way, Milwaukee Electrie 
Railway & Light Company. 


MANUFACTURER MEMBERS 


California, F. R. Fageol, Fageol Motors 
Company, Oakland; Connecticut, C. L. Han- 
cock, Bridgeport Brass Company, Bridge- 
port; Georgia, P. M. Potter, Mutual Foun- 
dry & Machine Company, Atlanta; Ken- 
tucky, Carl P. Nachod, Nachod Signal 
Company, Louisville; Maine, N. BK. Hodg- 
kins, J. F. Hodgkins Company, Gardiner: 
Massachusetts, W. P. Underhill, L. C. Chase 
& Company, 89 Franklin Street, Boston; 
Michigan, M. J. Phelan, Peter Smith Heater 
Company, Detroit; Missouri, J. B. Spencer, 
Southern Wheel Company, St. Louis. 

New Jersey, Joseph Kempf, Wilson Impe- 
rial Company, Newark; New York City. 
C. D. Eaton, American Car & Foundry 
Company ; New York, E. P. Waller, General 
Electric Company, Schenectady; Ohio, W. 
P. Day, International Steel Tie Company, 
Cleveland; Pennsylvania, M. Lambert, 
Westinghouse Electric & Manufacturing 
Company, East Pittsburgh; Rhode Island, 
A. J. Thornley, Consolidated Car Fender 
Company, Providence; Wisconsin, J. R. Jef- 
frey, Allis-Chalmers Manufacturing Com- 
pany, Milwaukee; Canada, W. W. Horwood, 
oe Steel Foundries. Ltd., Montreal. 

ue, 


’ 
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Experience with Buses 


T THE last American Association 

executive committee meeting, re- 
ported in last week’s issue, some dis- 
cussion came up about competition of 
buses. ~ Britton I. Budd, president 
Chicago, North Shore & Milwaukee 
Railroad, said that the electric rail- 
ways ought to go into the bus business 
if for no other reason than to meet 
fire with fire. He said that the worst 
thing about competitive bus lines is 
their effect on the ability of the rail- 
way to sell securities. He considered 
that the best protection is for the 
railways to operate buses and thereby 
prevent others from getting into the 
territory. Furthermore, if there is any 
need for this character of transporta- 
tion let the railways provide it. 

Mr. Budd said that the Chicago, 
North Shore & Milwaukee Railroad 
now has nearly half a million dollars 
invested in buses, though practically 
none of this business is profitable. But 
the interests of the North Shore road 
have been protected as most of the 
routes out of Chicago to the north have 
been supplied with bus service. 

To determirie whether there was any 
demand for a bus service paralleling 
the North Shore line between Chicago 
and Milwaukee, Mr. Budd bought five 
Fageol buses and advertised that three 
trips a week each way would be made. 
The traffic department devoted nearly 
its entire time for three weeks to solici- 
tation of business for this service and 
at the end of that time had succeeded 
in securing seven passengers, the gen- 
eral comment being, “Why should we 
ride buses when there is good railway 
These buses are now being 
used in special tours to Delavan Lake, 
Wis., and other resorts. There has 
been a call for this service such that. 
about three buses a day have been 
dispatched on special tours. Mr. Budd 
reiterated that he doubted whether his 
bus business would be profitable, but 
it would at least protect the railway 
from others getting in. 


Engineering Executive 
Committee Meets 


MEETING of the executive com- 

mittee of the Engineering Associa- 
tion was held in New York on Aug. 23. 
Plans for the October convention were 
taken up in considerable detail. On 
account of the large number of com- 
mittee reports to be considered, and the 
limited time available for discussion, it 
was. decided that each speaker would 
be limited to five minutes. The commit- 
tee expects to get considerable written 
discussion, and in order to save time it 
is .requested that an abstract be fur- 
nished with each contribution which will 
give the principal points. 

The committee on revision of the 
engineering manual made a progress 
report. It was recommended that a 
permanent bound volume be published 
with n a reasonable time after the con- 
vention. It was also recommended that 
the committee on standards be relieved 
from direct responsibility for the 
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manual, and that the committee on 
manual should be made a standing com- 
mittee composed of members of the 
executive committee, with authority to 
edit for publication the material sub- 
mitted and prepare the makeup of the 
manual. 

The program for the convention was 
next discussed. It was agreed that 
the subjects committee should not make 
a report after each session, but should 
prepare a complete report immediately 
following the convention. The various 
reports of the committees of the Engi- 
neering Association were discussed, and 
they were approved for publication 
upon recommendation of the sponsors 
for each committee. 

H. A. Johnson was appointed a sub- 
committee to report on the policies of 
the heavy traction committee; E. H. 
Scofield to consider the work of the 
‘power generation committee; and C. R. 
‘Harte to decide on the question whether 
‘signals should be retained as a subject 
for the power distribution committee, 
or should be handled otherwise. 

The secretary explained briefly the 
results of a conference called by Sec- 
retary of Commerce Hoover for the 
purpose of forming an advisory council 
consisting of representatives of the 
technical societies and trade associa- 
tions in conforming specifications for 
governmental purchases of supplies. 

A special committee was appointed 
to co-operate with the Bureau of Stand- 
ards in work affecting electric rail- 
ways, consisting of R. H. Dalgleish, 
C. S. Kimball and W. W. Wysor. 

The activities of the American Engi- 
neering Standards Committee were re- 
ported on by Mr. Cram, who presented 
a memorandum on the relations of the 
Engineering Association to the A.E.S.C. 
The status of the work of the various 
sub-committees of the latter associa- 
tion, on which the Engineering Asso- 
ciation is presented, was discussed. The 
entire proposal was submitted to a com- 
mittee composed of Messrs. Cram, 
Harte and Hecker. 

A committee on subjects to select 
suitable topics for next year’s standing 
committees was appointed consisting 
of C. H. Clark, R. C. Cram, C. R. Harte, 
H. H. Norris and lL. C. Datz. 

It was reported that practically all 
the money has been contributed for the 
rail joint investigation. The commit- 
tee is now awaiting bids from manu- 
facturers to provide the equipment. 
Co-operation with the Central Electric 
Railway Association in its recent car 
braking tests was taken up, and it was 
decided to analyze and work up the 
results of these tests. 

Requests for an alternate for the 
president of the Engineering Associa- 
tion at meetings of the executive com- 
mittee of the American Association was 
taken up. President Datz announced 
that hereafter the alternates will be the 
vice-presidents of the Engineering As- 
sociation in order of seniority. 

Those present at the meeting were 
L. C. Datz, chairman; R. C. Cram, R. H 
Dalgliesh, D. Durie, C. R. Harte, C. H. 
Clark, H. A. Johnson and G. C. Hecker, 
who acted as secretary. 


New Members of A.E.R.A. 


HE last meeting of the executive 

committee approved the applica- 
tions for membership in the American 
Electric Railway Association of the 
following companies—two railways and 
nineteen manufacturers: 


Lake Superior District Power Company, 
Ashland, Wis. 

Toledo, Ottawa Beach & Northern Rail- 
way, Toledo, Ohio. 

Jerome Detective Service Company, San 
Francisco, Cal. 

Portland Cement Association, Chicago, Ill. 

Elliot Frog & Switch Company, Hast St. 
Louis, Tl. 

Macbeth-Evans Glass Company, Pitts- 
burgh, Pa. 

Hoover Body Company, York, Pa. (bus 
and truck bodies). 

Johns-Pratt Company, Hartford, Conn. 
(fuses and electrical protective devices). 

Rubberset Company, Newark, N. J. 
(paint brushes). 

W. S. Godwin Company, Inc., Baltimore, 
Md. (steel paving guards). 

Southern Signal Company, Louisville, Ky. 
(track instruments and other railway signal 
appliances). ' 

Federal Motor Truck Company, Detroit, 
Mich. 

Graham Brothers, Detroit, Mich. (motor 
trucks). 

Powers Accounting Machine Corporation, 
New York City. 

N. A. Petry Company, Inc., Philadelphia, 
Pa. (automobile specialties). 

Clark-Williams Engineering Company, 
Ine., Bridgeport, Conn. (pole supports). 

Budd Wheel Company, Philadelphia, Pa. 

National Malleable Castings Company, 
Cleveland, Ohio. 

Wales Adding Machine Company, Wilkes- 
Barre, Pa. 

New York Transportation Company, New 
York City (motor buses). 

E. B. Badger & Sons Company, Boston, 
Mass. (Badger ball cushions). 


Meeting of Purchasing Agents 
and Storekeepers 


HE purchases and stores commit- 

tee has been handicapped hereto- 
fore by the lack of a definite place at 
the convention, therefore the executives 
of the American and Engineering Asso- 
ciations have approved its request for 
a session at this year’s convention to 
be devoted entirely to subjects of in- 
terest to purchasing agents and store- 
keepers. The program follows: 
SESSION OF PURCHASING AGENTS AND STORE- 
KEEPERS AT YOUNG’S MILLION DOLLAR PIER. 


ATLANTIC CITY, pee eee, Oct. 10, 1923 
P.M. 

Address of Welcome — President L. C. 
Datz, chief engineer Memphis Power & 
Light Company, Memphis,. Tenn. 

Report of Purchases and Stores Committee 
—B. J. Yungbluth, supervisor purchas- 
ing and supplies Philadelphia Rapid 
Transit Company, chairman. 

Outline of Purpose and Constructive Work 
Planned by the Committee on Purchases 
and Stores—W. H. Staub. purchasing 
agent United Railways & Electric Com- 
pany of Baltimore. 

Proper Control and Handling of Materials 
and Supplies—P. F. McCall, superintend- 
ent of materials and supplies Chicago, 
North Shore & Milwaukee Railroad. 


Convention Information 


CIRCULAR letter has been sent to 

all members of the American Elec- 
tric Railway Association and affiliated 
associations by Secretary J. W. Welsh 
regarding plans made for the October 
convention at Atlantic City. With it 
are inclosed advance registration cards, 
indentification certificate for securing 
reduced railroad fares, copies of the 
proposed changes in the constitution 
to provide for the establishment of 
community section membership and 


for covering “no quorum” meetings 
of the executive committee, and an 
attractive leaflet entitled “All About 
the Forty-second Annual Convention.” 
This folder gives a brief description of 
the various convention activities. 


Special Reports Available 


HE bureau of information and 

service, American Electric Railway 
Association, has prepared the follow- 
ing special reports, which are available 
to member companies in good standing 
upon request: | 

Cost of Living Studies.—A summary 
of reports of the National Industrial 
Conference Board, Bureau. of Labor 
Statistics, Annalist Food Index, Gib- 
son’s Food Index, Dun’s Wholesale 
Index and _ Bradstreet’s Wholesale 
Index, showing present compared with 
prewar prices. 

Protection of Railroad Crossings.— 
Part 1, laws of various states regard- 
ing elimination and protection of grade 
crossings; Part 2, court and commis- 
sion decisions in cases involving appor- 
tionment of expense for the protection 
or elimination of grade crossings; local 
ordinances passed by cities regulating 
traffic over railroad and railway cross- 
ings; extracts from committee reports 
of the National Association of Railway 
and Utilities Commissioners. 

Electric Railways Operating Motor 
Bus Lines —A list of 107 electric rail- 
ways that have adopted or propose to 
adopt motor buses or trackless trolleys 
either as auxiliaries or to supersede 
railway service in whole or in part. 

Independent Motor Bus Routes—A 
list of motor bus routes grouped ac- 
cording to geographical distribution, 
showing length of route, fare charged, 
number of buses operated and the type 
of bus. : 

Cost of Handling Materials and Sup- 
plies——Gives the ratio of the value of 
materials and supplies on hand to gross 
revenues for a number of companies 
classified into three groups according 
to their size and their comparative 
stores department expenses (I. C. C. 
Account No. 95) per $1,000 of materials 
disbursed. 

The Attitude of State Regulatory 
Commissions Toward Moter Bus Com- 
petition with Railways.—A study of 
the development of the policies of the 
various state commissions in regard to 
issuance of certificates of public con- 
venience and necessity to motor bus 
operators. 

Trend of Electric Railway Opera- 
tions.—A month-by-month statement of 
the revenues, expenses, taxes, car mile- 
age, passengers carried, operating ratio 
and average rate of fare of eighty 
companies since January, 1921, with 
charts showing the trend of the daily 
average number of passengers carried 
by these eighty companies since Janu- 
ary, 1920, and the percentage variation. 

Investment as the Basis of Rate 
Making—A summary of court and 
commission decisions discussing the use 
of original investment as a measure of 
value for rate-making purposes. 
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Maintenance of Equipment 


Painting Shop Interiors 


HE maintenance shops of the 

Ohio Valley Electric Railway, 
Huntington, W. Va., are far from 
gloomy, but the management bhe- 
lieves that liberality in the use of 
good paint on walls, under sides of 
roofs, and even machines will have 
good effect in increasing illumina- 
tion and adding cheerfulness to its 
shops. Experiments have been go- 
ing on recently to determine a satis- 
factory method of coating brick 
walls, roof trusses, etc., with white 
paint in such a way that the white- 
ness will be retained. It was found 
that paint of the ordinary type soon 
stains and takes on the appearance 
of antiquated whitewash. 

At present, two coats of a special 
white paint made by the Detroit 
Graphite Company are being applied 
on rough brick and steel, with ap- 
parently permanently satisfactory 
results. On woodwork an “outside 
white” made by the same company 
is used. This paint is put on by the 
spraying method, with apparatus 
furnished by the Paasche Air Brush 
Company of Chicago, III. 

An unusual and very attractive ef- 
fect is secured in the machine shop 
by painting all of the machine tools 
red. A brightly colored machine in 
the white walled and roofed room 
produces a pleasing effect which is 
undoubtedly reflected in the quality 


of the work done. Whether the gen- 
eral neatness of the shop has any- 
thing to do with the good painting 
or not is a question, but there may be 
some connection. 


Minimizing Lifting in the 
Storeroom 


Convenient Device for Lifting Heavy Stock 


HE Virginia Railway & Power 

Company is making improve- 
ments in its storeroom in Richmond, 
with a view to facilitating the taking 
of inventory and to handling mate- 
rials more conveniently. 


Among the materials-handling de- 
vices that have been found useful is 
the portable lift shown in the accom- 
panying illustration. This is invalu- 
able for raising materials to high 
bins or to a gallery. It consists of a 
platform sliding in guides and ele- 
vated by means of a steel cable pass- 
ing over a sheave at the top and 
down to a drum, which is revolved by 
means of a crank through gearing. 
The lift is mounted on wheels and 
provided with a handle for pulling 
and steering. It is made by the 
Economy Engineering Company, Chi- 
cago, Ill. 


Gear Cases Modified to Get 
Better Lubrication 


UBRICATION of railway motor 
gears and pinions is done ordi- 
narily by placing grease or heavy oil 
in the bottom of the gear case. 
Sometimes sufficient grease is not 
placed in the gear case to insure good 
lubrication, and frequently some of 
the grease works out through the 
joints until the gear does not pick 
up enough to cover the teeth, leaving 
them dry. The result of the dry 
gears is excess noise and chattering, 
with resultant rapid wear. 

A simple remedy has been pro- 
vided by the West Penn Railways, 
Connellsville, Pa. This consists of 
cutting off the lower portion of the 
standard malleable iron gear case, 


In the Shops at Huntington, W. Va., Unusual Care Is Being Given to the Painting of Walls and Other Reflecting Surfaces 
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and welding on a new bottom having 
a clearance of only about 4 in. below 
the gear. This clearance has been 
found sufficient in practice, since 
there is no danger of loose parts 
falling into the case. 

The result of this modification of 
the gear case is that the gear is 
lubricated so long as any grease at 
all. remains in the case, and dry 
gears are unknown on the property. 
An incidental advantage is that the 
clearance between the track and the 
bottom of the gear case is increased 
several inches. As redesigned, the 
bottom of the gear case is above the 
bottom of the motor case, whereas in 
the standard design the gear case is 
the lower. This prevents damage to 
the gear cases, especially during the 
winter season, or when the paving 
has become broken and portions of 
it project above the general level. 


A Dustproof Annex to the 
Paint Shop 


N ONE corner of its paint shop, 
the Chattanooga Railway & Light 
Company has built a dustproof brick 
and iron compartment or room for 
the painting of automobile bodies. 


Fine Varnish Work Is Facilitated by Means 
of This Dustproof Room 


Its appearance is shown in the 
accompanying illustration. 

The brick part was built so as to 
include the two outside windows of 
the building, thus providing ample 
daylight illumination. For artificial 
lighting, powerful electric lights with 
reflectors were placed in such posi- 
tions and at such angles as to give 
direct light on all parts of a job in 
process. 

The roof was sloped so as to in- 
clude the whole height of the win- 
dows without unnecessary height of 
the walls. It is of sheet iron, 
mounted on angle-iron rafters. The 
door is also of sheet iron, with a 
strong light framework of flat steel. 

The room is wired in iron con- 
duit. Steam radiation is provided 
sufficient to raise the temperature of 
the room above that of the shop. 
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Portable Bar for Boring 
Operations 


RECENT development in port- 

able tools for railway shop use 
is the portable boring bar equipment 
just brought out by H. B. Underwood 
& Company, Philadelphia, Pa. Due 
to its light weight, compactness and 
the fact that it can be used in close 
quarters, this equipment is particu- 
larly useful for reboring motor hous- 
ings and air compressor cylinders. 

The boring bar equipment is of 
rugged construction and simple de- 
sign involving few parts. The bear- 
ing plate carries a boring bar driv- 
ing spindle and feed screw, mounted 
on a clamping ring, and a cutterhead. 
The pilot guide is. screwed to the 
stuffing box and the bar placed in the 
cylinder. A clamping ring is securely 
fastened to the top flange of the 
cylinder by studs and nuts. Any in- 
accuracy in the position of the studs 
in the cylinder flange can be over- 
come by means of four thumb screws 
used for aligning the bar. The tool 
is adjusted and rigidly held in the 
cutterhead by tightening the collar 
screw which clamps the tool to the 
cutterhead by means of a simple 
clamp. The tool may be readily re- 
leased when the cutterhead is at the 
lower end of the cylinder, if desired. 

In boring cylinders the-use of cali- 
pers is rendered unnecessary by 
use of a gage furnished with each 
bar. This provides a simple and 
practical method of setting the tool 
to the required position. In this 
manner a number of cylinders can 
be bored to accurate dimensions with- 
out loss of time. 

The driving spindle is provided 
with a Morse taper shank to fit the 
air motor and drives a pinion which 
meshes with a gear keyed to the bor- 
ing bar. A feed gear is keyed to the 
feed screw and meshes with a re- 
verse gear journaled on a pin cen- 
tered in the boring bar. The reverse 
gear turns freely on this pin, unless 
prevented by the feed pawl which 
holds the reverse gear stationary rel- 
ative to the bar, and causes the 
feed gear to revolve the feed screw 
and advance the cutterhead into the 
work. To return the cutterhead to 
the top of the cylinder the air motor 
is placed on the shank of the reverse 
gear, which rapidly returns the cut- 
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terhead. The weight of an equip- 
ment for boring from 83 in. to 11 in. 
diameters, without air motor, is ap- 
proximately 140 lb. 


New Line of Gas Welding 


Regulators 


HE Torchweld Equipment Com- 

pany, Chicago, Ill., announces a 
new line of welding and cutting reg- 
ulators. One type, 2 in. in diameter, 
is fitted with a working pressure 
gage and with connections for cyl- 
inders or pipe lines. A second type, 
2 in. in diameter, is fitted with one 
working pressure gage and one gage 
for indicating cylinder pressure. 
This regulator is for use in oxy- 
acetylene cutting where the gases 
are delivered at their higher pres- 
sures. A third type, 3 in. in diam- 
eter, is fitted with either one work- 
ing pressure gage or with two gages 
to show the cylinder pressure and 
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The Yoke Preserves the Alignment 


gas delivery. This type is also fitted 
with connections for cylinders or 
pipe lines. A duplex regulator is 
also included in this new line. It is 
equipped with three gages, one for 
showing the oxygen cutting pres- 
sure, one the oxygen welding pres- 
sure, the third the cylinder pressure. 

Regulators of this new line are 
fitted with three diaphragms of 
graduated sizes. These diaphragms 
are clamped into position between 
the regulator body and bonnet, and 
are held tight when the bonnet 
screws are tightened. The accom- 
panying illustration of regulator de- 
tails shows how the yoke holding the 
regulator seat is guided by the 
nozzle to preserve the alignment of 
these two parts. This construction 
is of advantage on account of the 
number of times that the regulator 
nozzle and seat are brought together. 
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New Model Truck Mounted 
Air Cleaner 


NEW model, truck mounted, 

electrically operated vacuum 
cleaner has been announced by the 
United Electric Company of Canton, 
Ohio. The entire equipment is 
-mounted upon rubber tired steel disk 
wheels, and is marketed under the 
trade name of Tuec. In the con- 
struction-of this new model partic- 
ular attention has been given to 
lightness and ease of handling. It 
has a small wheelbase, which per- 
mits ready operation through re- 
stricted aisles and narrow doorways. 


~~ Where it is necessary 


to transport it from 
floor to floor it can 
readily be carried or 
placed in a small ele- 
vator. The 
regular set 
of tools fur- 
nished con- 
sists of flex- 
ible hose, 
aluminum 
tools and ex- 
tension han- 
dles which 
afford easy 
access to 
bins, shelv- 
ing, ceilings, walls, etc., which 
are ordinarily beyond the reach of 
the cleaner without the use of a 
stepladder. The portability of the 
outfit makes it suitable for cleaning 
car interiors, including seats and 
fittings. 

The equipment is driven by a uni- 
versal motor of 3-hp. capacity at 
5,000 r.p.m. Motors are furnished 
for use either with 110 or 220.volts. 
A fan is attached to the lower end 
of the motor shaft, which has wide 
clearances and handles a large vol- 
ume of air at high velocity with low 
power consumption. One dry sepa- 
rator is_used. There are no water 
sprays, fine screens, by-passes, or 
appliances to reduce efficiency in 
construction, gravity alone being 
used in the separating medium. 

One metal screen of coarse mesh 


New Model Truck . 
Mounted Air Cleaner 


is placed in a separating tank, which — 


deflects the dirt from the fan. Two 
leakproof dust bags are mounted in 
the rear for air separation of finer 
dust which drops into the lower dust 
bag for ready removal. 

A removable dust pan of ample 
capacity is provided in the bottom of 
the separating tank to catch the 
heavier dust and dirt deflected by 
the screen. A large door at the bot- 
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tom of the tank gives easy access to 
this tank. “There are but two bear- 
ings and these are of a high-grade, 
self-aligning ball-bearing type. The 
net weight of the new Tuec model 
is 280 lb., and it has an over-all 
height of 48 in., a width of 30 in, 
and a length of 36 in. The wheels 
are 30 in. in diameter. 


Bringing Electrical Repairs 
to the Job 


HE increased use of electric 

power for driving shop ma- 
chinery has required a supply of 
fuses, motor brushes, wires, switches, 
etc., for maintenance repairs. Trouble 
at any point frequently requires 
several trips back and forth between 
the point and the electrical repair 
department, and sometimes the trans- 
porting of heavy motor parts. 

The Elwell-Parker Electric Com- 
pany, Cleveland, Ohio, has taken a 
cue from these conditions to provide 
an electric industrial truck suitable 
for carrying necessary repair parts 
and provision for making repairs. As 
will be seen from the illustration, a 
steel and wood case occupies about 
two-thirds of the platform, while the 
balance is reserved for a motor and 
tool kit, with room for one or two 
repair men to ride. A pipe vise is 
mounted on a partitioned rack to 
enable the making of repairs. 

The truck is driven by a battery 
carried in a compartment over the 
large rubber-tired drive wheels. The 
operator can drive the truck and 
usually deliver necessary material 
right at the job, since it steers on all 
four wheels. 

The truck cannot be started unless 
the operator is on the pedals, and 
the truck will stop within its own 
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length if he steps off. The outfit is 
a valuable adjunct to the mainte- 
nance of electrical equipment in shops 
of sufficient size to warrant its use. 


Counting Breaker 
Operations 


HE number of operations per- 
formed by the various opening 
and closing devices on automatic 
switching equipment is being re- 


corded in an interesting manner by 
means of a standard Veeder counter 


Device for Recording Breaker Operations 


on installations which have been made 
recently by the General Electric 
Company. The illustration shows one 
of these counters connected to the 
circuit breaker mechanism of an auto- 
matic reclosing equipment. It will 
give an accurate record of the num- 
ber of times this breaker opens or 
closes. By installing counters in con- 
nection with relay, contactors, etc., a 
complete check of operation may be 
shown which will lead to locating 
any faults. 


Tractor Used for Carrying Maintenance Repair Parts 
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$1,000,000 for New Work 


Railway at Fort Wayne Forging Ahead 
—Story of Improvements to 
Be Told to Public 


Fifteen new double-truck front- 
entrance and rear-exit cars, being manu- 
factured in St. Louis at a cost of $12,000 
each, will be placed in service on Oct. 1 
by the Indiana Service Corporation on 
its lines in Fort Wayne. These will be 
the first new front-entrance and rear- 
exit cars purchased for the Fort Wayne 
city lines for some time, as 80 per cent 
of all the cars operated on the Fort 
Wayne city lines are of the one-man 
type with both entrance and exit at the 
front. 

The addition of the fifteen new cars 
to the Fort Wayne city lines will com- 
plete an expenditure of nearly $300,000 
for new car equipment for the city of 
Fort Wayne as the Indiana Service 
Corporation last spring purchased for 
Fort Wayne fifteen one-man cars at a 
cost of $7,800 each. 

The city is growing fast and its rates 
of four tickets for a quarter and the 
sale of weekly passes for $1 each ac- 
count very largely for the need for the 
new equipment. At the present time the 
company is selling about 5,500 passes 
a week. This summer-time sale of 
passes compares very favorably with 
the peak sale of 7,600 passes a week 
which occurred in one week in March 
last. 


$500,000 For Power IMPROVEMENTS 


In addition to spending nearly $300,- 
000 for new cars the Indiana Service 
Corporation is completing improvements 
at its power plant and carhouses total- 
ing more than $500,000. At the power 
plant a 12,000-hp. turbine is now being 
installed. In recent years two 6,000-hp. 
turbines have been put into the plant. 
Ten years ago there were only two tur- 
bines of 1,500 hp. each. The new car- 
house next to the power plant is going 
up at a rapid rate. It will cost more 
than $200,000. : 

The company has just completed the 
double tracking of South Calhoun Street 
at a cost of $77,000 and is preparing 
to begin double tracking Pontiac Street 
and extending the line to the Inter- 
national Harvester Company’s plant at 
a cost of about $150,000. In addition 
to this a franchise has just been granted 
by the Board of Public Works at Fort 
Wayne for a double-track line on Lafay- 
ette Street. This will give the corpora- 
tion another line to the fast-growing 
south side of the city. 

In addition to making all these im- 
provements the Indiana Service Cor- 
poration is going deeply into the prob- 


lem of “selling” all these additions to 
the general public. It is felt by officials 
that the public should be told about 
the things in an interesting and enter- 
taining way so that a deep and lasting 
impression may be made. It is believed 
by the traction officials that the insti- 
tution of the weekly pass had much to 
do with improving the feeling of the 
public toward the company. While the 
average man may not actually ride 
more during the week now than he did 
formerly, still he knows that there is 
no limit to the amount of riding he can 
do and he accordingly feels that he is 
getting his money’s worth for his pur- 
chase. This desire on the part of the 
corporation to tell the public what it 
is doing has led it to institute a rather 
extensive publicity and advertising cam- 
paign, which is to be put in charge of 
a man hired expressly for the purpose 
of handling it. 


PUBLIC TO BE TOLD 


Some of the stories which are to be 
prepared and printed have already been 
outlined. For instance, one of them is 
to be a story of what has been done 
underground at the power plant. This 
story will carry a diagram or map show- 
ing the underground activities and will 
tell how long it took to carry through 
the various portions of the work and 
just what was accomplished by the 
work. Another story will tell about 
some electric switches which are to be 
installed at the main transfer corner 
at the corner of Main and Calhoun 
Streets. And so on. 

It is also planned to use a double- 
page spread in the local papers at the 
time the new cars are put in service, 
and the principal feature of this ad- 
vertisement will be a drawing showing 
an exterior view of the car and another 
drawing showing the seating arrange- 
ment and indicating just how the car 
will be operated, where the fare will be 
paid and how the rear exit will be 
operated. Also there will be a list of 
the lines on which the cars will be run, 
together with a complete timetable 
showing the schedule for the various 
lines. ; 

Letters will be sent out to all the auto 
owners in the county when the new cars 
are placed in service telling them to 
watch for people alighting from the rear 
ends of the cars instead of at the front 
ends. 

The company is now using car cards 
regularly for the purpose of “selling” 
its service to the public and is also 
going to put on an anti-jay-walking 
campaign. 

J. Allen Greenland, superintendent of 
transportation, has direct charge of the 
company’s publicity work. 


Directors Named 


Financing Plan of Saginaw Transit 
Company Before the Public Utili- 
ties Commission for Approval 


Six of the nine directors of the Sagi- 
naw Transit Company who will govern 
the affairs of the company that will 
furnish street car-bus transportation 
under the terms of the franchise that 
was approved by the electors on June 
25 have been named by the Mayor and 
two local circuit judges. Those who 
will finance the new company have ap- 
proved them. They are: A. A. Alder- 
ton, secretary and treasurer of a 
wholesale grocery company; Charles 
C. G. Christensen, proprietor of a gen- 
eral store; Henry T. Robinson, cashier 
of a local bank; William C. Wiech- 
mann, proprietor of a department 
store; E. Walter Secord, business agent 
for the carpenters’ union, and John 
Troy, general foreman of boilers of the 
Pére Marquette Railroad, where he has 
been employed for forty years. 

The company’s three men have not 
been named. The selection will be made 
without regard to the city. 


FINANCING BEFORE COMMISSION 


Financing of the company is now 
before the Michigan Public Utilities 
Commission.. The petition was filed and 
testimony was taken by the commission 
Aug. 30, and an early decision was 
promised by the commission. It is ex- 
pected that the plan of financing will 
be approved and immediately after- 
ward the temporary organization that 
has been at work will then resign and 
the new directors, who will be per- 
manent, will then take office. 

The franchise provided that the direc- 
tors could serve only after two-thirds 
of their number had the approval of 
the Mayor and two circuit judges. 
After many conferences these officers 
presented the company representatives 
with the six men they would approve, 
which apparently was satisfactory to 
all concerned. 

This action is contrary to the expec- 
tations of those who during the last 
two years fought the return of street 
cars in Saginaw. They asserted time 
and time again that such a proposal 
was only made to catch votes and those 
who would finance the project could not 
be expected to allow outsiders to op- 
erate their business. But this ap- 
parently is just what has occurred and 
the announcement of the personnel of 
the board has created considerable com- 
ment locally as it is entirely different 
from what was expected. One thing 
is certain, the city’s members are all 
friendly to the cause of street cars, 
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Conditions Existing Along the Bamberger Electric Line Right After the Flood 


Floods in Utah 


As a result of a terrific thunderstorm 
and cloudburst which struck the can- 
yons east of Farmington and Willard, 
Utah, on the evening of Aug. 13 sev- 
eral lives were lost and many thou- 
sands of dollars worth of property de- 
stroyed. 

At Farmington, which is on the line 
of the Bamberger Electric, about half 
way between Salt Lake City and Ogden, 
a wall of water estimated to be between 
20 and 30 ft. high rushed down the can- 
yon, drowning seven persons and de- 
positing many hundreds of tons of 
boulders, mud and débris across some 
of the farms in its path and completely 
blockading the state highway and the 
tracks of the Bamberger Electric. It 
required forty-eight hours of unceasing 
labor on the part of some of the rail- 
road company’s employees to clear the 
tracks. For several days thereafter the 
electric road was the only means of 
transportation, its facilities being used 
to good advantage in relieving flood 
sufferers, in the transportation of pas- 
sengers, supplies, etc. 

At Willard, Utah, about 30 miles far- 
ther north, on the line of the Utah- 
Idaho Central, similar conditions were 
brought about as a result of the heavy 
storm. There two lives were lost and 


much property destroyed. After the 
tracks of the electric road were cleared 
its trains were the only means of trans- 
portation until the state highway could 


be cleared, and the right-of-way of the 


railroad was offered and used as a high- 
way for automobile traffic for two hours 
each day. 

Substantial recognition of their serv- 
ices in this emergency was received by 
about twenty employees of the Bam- 
berger Electric Railroad. These men, 
ranging from superintendent to section 
foreman, were working on a monthly 
basis for the railroad. During and 
after the flood in the vicinity of Farm- 
ington they worked early and late to 
get the road in running order. They 
had no reason to expect any overtime or 
other compensation and were agreeably 
surprised when they received personal 
letters signed by former Gov. Simon 
Bamberger, chairman of the board of 
directors, enclosing checks as rewards 
for faithful services. The men working 
on a daily basis were paid for all the 
overtime they put in. 

The letter from Mr. Bamberger to the 
men read as follows: 


Your extraordinary efforts in assisting in 
getting our line open to service after the 
terrible catastrophe of Aug. 13 are very 
much appreciated, and I am pleased to 
eneicre a more tangible expression of our 

anks. 


A Tribute to Warren G. Harding 


Electric railways throughout the 
country joined in paying tribute to our 
deceased President on Friday, Aug. 10. 
In many cases the operation of trains 
and cars was suspended for a short 
period at the time services were being 
conducted in Marion, and in some cases 
passengers on cars were requested to 
join with the employees in observing 
the day. Company publications, in 
many instances, paid a tribute to the 
Chief Executive, reviewing his achieve- 
ments as a leader and as a man. An 
instance of the extent to which some 
companies went in paying tribute to 
the late President was evidenced by the 
exercises undertaken by the Eastern 
Massachusetts Street Railway. 

At the Fall River district cars were 
run on Sunday time and the offices 
were closed. The cars stopped for a 
minute at 5 p.m. and all operators bowed 
their heads. All passengers on the 
cars at that time were asked to join 
with the operators in standing, bowed 
and silent, for one minute. In addition 
to these exercises one of the greatest 
factors in keeping before the minds of 
the people the significance of the day 
was the placing of dasher signs on both 
ends of every car carrying the picture 
of the late President. 


A Semblance of Order Being Restored After the Flood 
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en Trackless Trolley for 
Rochester 


Ordinance Passed by Council for Opera- 


tion of Trackless Cars for 
Four Months Trial 


An ordinance authorizing the opera- 
tion of trackless trolleys on a cross- 
town route in the city of Rochester, 
N. Y., for a four months trial period 
was passed by the Common Council on 
Aug. 28. The ordinance permits the 
Rochester Railways Co-ordinated Bus 
Lines, Inc., to operate the route from 
Sept. 5 to Jan. 5, 1924. The bus com- 
pany is a subsidiary of the New York 
State Railways. 

Considerable agitation has resulted 
from the opposition of.certain residents 
of the section to be traversed by the 
line, who have appealed to the city for 
gasoline buses instead of the trackless 
cars. 

James F. Hamilton, president of the 
New York Railways, declares that if the 
trackless trolleys prove unsatisfactory 
at the end of the trial period, crosstown 
service will be abandoned and the 
trolley buses removed to Utica and 
Syracuse, which cities, he says, would be 
very glad, indeed, to have this service. 
It is his belief, however, that after a 
trial under the limited franchise, the 
new trackless car line will prove to be 
not only more economical but also en- 
tirely satisfactory from the service point 
of view. 

It is expected that the line will begin 
operation within the next few weeks. 

The route will traverse the northern 
section of the city and will provide 
crosstown service, connecting the parts 
of the city on the opposite sides of the 
Genesee River, by way of Driving Park 
Avenue bridge. It will serve a rapidly 
developing industrial and residential 
section. 

At the same meeting of the Council, 
the law and finance committee recom- 
mended a judicial review of the ap- 
praisal of the property of the railways 
in Rochester under which the service- 
at-cost contract, now in operation, was 
formulated. 


Seattle Trainmen No Longer on 
Monthly Basis 


Trainmen of the Seattle Municipal 
Railway have lost their fight to keep 
their wages on the monthly basis, but 
the City Council has voted to recom- 
mend the establishment of “one day 
off in eight” without pay for trainmen. 
Representatives of the union appeared 
before the Council to discuss further 
the request of the trainmen for an 
increase to 68 cents an hour from the 
66 cents recently voted by the budget 
committee, but the request was denied. 

Rates of pay were fixed by the 
Council at 56 cents an hour for begin- 
ners, with a pay of 63 cents an hour at 
the end of the second year and a maxi- 
mum pay of 66 cents an hour. Former 
rates of pay were 5634 cents an hour 
for men while learning, a rate of 603 
cents an hour at the end of the instruc- 


tion period, 624 cents an’hour at the end 
of the second year anda maximum of 
642 cents an hour. 

The budget committee states that the 
change in pay and one day off in eight 
will make no difference in the budget. 
Request of the shopmen for slight in- 
creases were granted in some instances, 
but the request for a two weeks vaca- 
tion with pay was denied. 

D. W. Henderson, superintendent of 
the railways, will be officially instructed 
to train sufficient men to relieve the 
platform men on their day off. It is 
estimated that the number needed 
is 150. 


New Wage Contract Signed 
in St. Louis 


A new wage agreement has been 
entered into by the receiver of the 
United Railways and the Amalgamated 
Association, whereby first year motor- 
men and conductors retain the pay of 
50 cents an hour, a raise from 55 to 
56 cents for second year men, a raise 
from 60 to 62 cents for third year men 
and a raise from 65 to 67 cents for 
older employees. The men had asked 
55, 60 and 65 cents. 

Shop and carhouse employees re- 
ceived advances ranging from 2 to 6% 
cents an hour. ; 

Only minor changes were made in 
working conditions under the renewed 
annual contract, which is retroactive 
to July 1. 

About 5,000 men are affected by the 
contract, but only 1,225 attended the 
union meetings and voted. on it on 
Aug. 27, the contract being ratified by 
1,031 to 194. 


Columbus Railway Believes Per- 
petual Franchises Benefit City 


In an effort to present the facts and 
to dispel misinformation, the Columbus 
Railway, Power & Light Company, 
Columbus, Ohio, has recently issued 
some advertising matter which calls 
the attention of the public to the desires 
of the company to give the best service 
possible. The company says that it 
wants to be considered as a part of and 
not apart from the community. The 
matter of the perpetual railway con- 
tracts in Columbus is explained fully 
in the advertisements giving the his- 
tory of the making of these contracts, 
which were started some fifty or seventy 
years ago. The advertising by the 
company is its answer to the moves 
under way looking toward a surrender 
of the perpetual franchise. Against 
those who are opposed to perpetual 
franchises the company champions this 
method of contract. It claims that it 
has been able to borrow money at a 
lower rate of interest than many other 
similar companies in the country be- 
cause of its perpetual franchise. Fur- 
ther, that it has enabled the company 
to operate on extremely low rates of 
fare, the present rate of fare being 
nearly 40 per cent less than the aver- 
age rate of fare in all the larger cities 
of the country, besides giving a free 


transfer. The company contends that 
it has not sought, or will not seek, in 
any way to take advantage of the pub- 
lic, but believes that the public, when 
fully informed, will act fairly toward 
the company. 


Another Railway Adopts the Bus 


Over at the Fair Grounds in Brattle- 
boro, Vt., are five street car bodies. 
Removed from their trucks they are 
being used as ticket selling stands and 
concession booths. Up to Aug. 28 the 
bodies mounted on their trucks were 
in regular service in that city trans- 
porting passengers for public hire. The 
following day the lines over which the 
cars were run were thrown in the scrap 
heap and the new motor bus line began 
operating for the first time. The buses 
ran at thirty-minute intervals, an im- 
provement of ter minutes over the 
street car schedule. The tracks, which 
have served the public for thirty-five 
years, with the trolley wires and poles 
will be removed soon. The railway 
has promised to place the roadbed 
previously occupied by it in as good 
shape and condition as the adjacent 
roadbed. An investment of about $27,- 
000 has been made by the Twin States 
Gas & Electric Company in establishing 
the bus line, and $7,000 more will be ex- 
pended in the building of a suitable 
garage to house the vehicles, 


Vancouver Men Seek Ten per 
Cent Increase 


Platform men of the British Colum- 
bia Electric Railway, Vancouver, B. C., 
recently requested a 10 per cent increase 
in wages, reinstating the terms of the 
agreement prior to January, 1922, when 
the company obtained a reduction. A 
conciliation board is now sitting, con- 
sisting of A. M. Pound, a local broker, 
as chairman; A. G. McCandless, repre- 
senting the company, and R. P. Petti- 
piece, representing the men. This boatd, 
appointed under the industrial disputes 
act of Canada, has no power of enforc- 
ing its findings upon either party. 

Among the requests of the men is one 
for a modification of the working con- 
ditions. They claim that since overtime 
rates were reduced from double time to 
time and a half, the company has in- 
creased its use of men in overtime hours 
considerably. This the company denies. 
The reinstatement of the 10 per cent 
is asked on the basis of the alleged ad- 
vance in the cost of living. The added 
strain of work with the increase in 
traffic on streets is also cited as a rea- 
son for higher wages. Another request 
is to have four motor bus operators in- 
cluded in the union. Protests were 
made by the men’s representatives that 
the company used non-union men in its 
construction gangs and paid lower 
wages than were paid civic gangs. On 
a recent job, rushed through by the 
company on a main thoroughfare, the 
union representatives claimed that 
“slave-driving conditions” obtained. On 
the: other hand, the company had ob- 
tained credit for performing the work 
efficiently and expeditiously. 
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Test of Endurance 


Public Officials in New Jersey Cite 
Railway for Contempt of Alleged 
Contractual Obligations 


Moves made in the last few days on 
the part of various public authorities in 
connection with the suspension of rail- 
way service in New Jersey have been 
of a punitive rather than a conciliatory 
nature. There have been several 
moves on the part of public officials 
toward placing both the Public Service 
Railway and the Public Service Rail- 
road in receivership, but the hope be- 
hind these actions appears to lie in so- 
called technical default of their public 
obligations by the companies rather 
than for financial reasons. The pro- 
ceedings involving the railroad and the 
railway are entirely different in nature. 
One has in mind a direct receivership 
for the railroad, while the other has in 
mind ultimate receivership for the rail- 
way if quo warranto proceedings fail. 
So far as the company is concerned it 
is still resting its case on the basis of 
its settlement offer. 

The idea behind the attempt to bring 
about receiverships is that this would 
bring resumption of service under the 
direction of the court. The proposed 
actions against the two companies, as 
noted previously, are to be brought on 
different grounds, but they have for 
their object the same thing, namely, 
resumption of railway service. This is, 
in fact, the insistent cry nearly every- 
where throughout the State, but the 
very insistence of the municipal author- 
ities on their program that service be 
resumed first. and terms of settlement 
then be discussed has not advanced mat- 
ters a step so far as the principals to 
the controversy are concerned. 

On its part the Board of Public Util- 
ity Commissioners, in replying to the 
railway’s statement filed in the man- 
damus action seeking to compel the 
company to resume, contends that the 
attack upon the board by the company 
contained in its answer is entirely im- 
material and plainly designed to cloud 
the issue. The board says that the 
sole question at issue is whether it is 
practicable, under the rate fixed by the 
District Court of the United States, 
for the company to afford service to 
the public pending an adjustment of its 
present difficulties. It regards the re- 
fusal of the company to resume service 
as an effort to club the public into 
accepting a demand arbitrarily made 
as a condition upon which it will re- 
sume. The board says that the com- 
pany’s statement is absolutely false 
that the commission has approved 
licenses for buses to operate in unlaw- 
ful competition with the railway. In 
conclusion the commission says that the 
answer of the company in the man- 
damus action brought by the board does 
not meet the issue before the Supreme 
Court, viz., whether it is practicable to 
supply service. 

This briefly summarizes the board’s 
answer to the railway. On its own part 
the commission has instructed its coun- 
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sel to petition the United States Dis- 
trict Court to dismiss the pending pro- 
ceeding under which the railway was 
empowered to put into effect a base rate 
of 8 cents. The legal grounds upon 
which this move is predicated are that 
the company has ceased to operate and 
that it has submitted a plan of settle- 
ment involving a fare lower than that 
allowed to the railway in the federal 
litigation. The commission says in 
short that the company’s plan of settle- 
ment involves placing the problem of 
rates upon a new basis and constitutes 
an abandonment of the remedy it sought 
in the Federal Courts. 

Early in the week it appeared that 
in Camden, where the buses charge a 
7-cent fare, there might be an early 
separate peace with the company, but 
these hopes were not realized. 

In Newark City Commissioner Ray- 
mond has issued emergency permits for 
200 omnibuses. These permits, which 
are for six months duration, will be 
considered by the Public Utility Com- 
mission on Sept. 11. 

Most of the newspapers in thei'r 
editorial comments emphasize again 
and again that in reality the cities and 
the company are not really so far apart 
on the fundamental matters contained 
in the plan of the company, but despite 
this seeming nearness the matter ap- 
pears at this writing to have reduced 
itself to a test of endurance. 


The Electrical Trade Tie-in with 
the Jersey Shutdown 


How the electrical trade in New Jer- 
sey is interested in bringing a settle- 
ment of the transportation situation 
in favor of the railway, and why all 
parties in the electrical trade should 
support the railways’ plan, are brought 
to the attention of the trade by the 
following statement. It appears in 
Nelectra-Grams published by the New- 
ark Electrical Supply Company: 


Street car development kept pace and 
kept ahead of the other economic devel- 
opment of the state until jitney com- 
petition undermined the structure of the 
street railway system. Where street car 
systems create values, jitney lines merely 
cash in on existing values. There is no 
doubt but what there is a practical place 
for jitneys in the transportation system 
of New Jersey, but jitney transporta- 
tion is only a constructive factor in the 
economic development of the territory if it 
is operated in conjunction with, and in 
co-operation with, and completely co-ordi- 
nated with the street car system. 

The plan of settlement of the transpor- 
tation crisis as submitted to the State 
Board of Public Utility Commissioners by 
the Public Service Railway Company, is 
of such character that it provides fair 
consideration and fair compensation to all 
parties concerned. It is reported that the 


striking street railway employees have 
endorsed the plan substantially as_ sub- 
mitted. Every thinking citizen ‘of the 


affected communities cannot help but be in 
favor of it. It is up to the public to convey 
to the Public Utility Commission its opinion 
on the subject. 

You are asking just why all this from 
an electrical supply house. Here is the 
answer: The Public Service Railway Com- 
pany is an integral part of the Public 
Service Corporation. Jitney competition 
during the last few years built up increas- 
ing deficits in the cost of street railway 
operation, which deficits had to be paid 
out of the pockets of the Public Service 
Electric Company, A _ self-sustaining rail- 
way company means that the electric com- 
pany can devote its funds to developing 
electric power houses and _ transmission 
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lines. The more transmission lines and 
the easier it is for the householders and 
home owners to buy electric service, the 
more houses will be wired; the more appli- 
ances will be sold, and the better will be 
the business of every electrical contractor- 
dealer. : , 

As _a matter of_self-preservation, you 
should support the Public Service Railway 
Company in its efforts to secure a basis of 
operation which will protect its thousands 
of stockholders against loss, and enable 
the Railway Company to be self-sustaining. 
Before you put this Nelectra-Grams aside, 
write the Public Service Railway Company, 
telling them that you consider their plan 
of settlement fair, and that you are endors- 
ing the basic principles conveyed in that 
plant. By so doing you will help the elec- 
trical industry in this territory which can 
only prosper in direct proportion to the 
way that Public Service Corporation pros- 
pers. 


Few Casualties Among American 
Business Men in Japan 


Nobody knows the real extent of the 
damage done by the earthquake and 
fire in Japan. The loss of life and 
property damage are appalling in their 
extent, but the later accounts of the 
disaster indicate the first reports, par- 
ticularly those relating to the estimates 
of the loss of life, were exaggerated. 
In the electrical trades the principal 
companies doing business with perma- 
nent representatives abroad were the 
General Electric, Westinghouse and 
Western Electric. 

The General Electric Company has 
received a cablegram from that coun- 
try saying that all its representatives. 
are safe, although some were injured. 
With their families the General Electric 
men, who escaped in a boat from the 
scene of destruction, are now on their 
way back to the United States. The 
company had about fifteen Americans 
stationed in Yokohama and a smaller 
number in Tokio. 

The Westinghouse company has re- 
ceived a cable from Shanghai saying 
that its Japanese representatives are 
safe. The company had about six men 
stationed in Japan, four at Tokio and 
two being engineers engaged in instal- 
lation work. : 

The Western Electric Company has 
been unable to get any direct word 
from its employees except a cablegram 
from Kobe relating to its comptroller, 
E. S. G. Elliott, and his family, who 
are safe. A newspaper dispatch pub- 
lished on Thursday said that W. T. 
Blume of the General Electric Com- 
pany had been killed. Mr. Blume, 
however, was a Western Electric Com- 
pany man. The Western Electric Com- 
pany operated a factory in Tokio em- 
ploying 1,200 operators with a staff of 
four Americans, but the district in which 
this plant was situated was practically 
undamaged. P. K. Condit, vice-presi- 
dent of the International Western Elec- 
tric Company, was expected to arrive 
in Tokio on the day of the earthquake, 
and considerable anxiety is felt as to 
his ‘safety. 

So far as the property damage is 
concerned, the extent to which the pub- 
lic utilities have suffered will necessarily 
not be known for some time as-all the 
present efforts toward restoring order 
are entirely of a temporary nature, 
having for their first aim the lending 
of succor to the suffering. 
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Foreign News 


French Company Will Extend 
Lines 


The Compagnie Générale Francaise 
de Tramways, which operates street car 
lines in four chief provincial cities of 
France—Marseilles, Nancy, Le Havre 
and’ Orleans—is increasing its capital 
from 50,000,000 francs to 175,000,000 
frances. The increase was made neces- 
sary by conventions passed recently 
with the municipalities of Marseilles 
and Le Havre, where in each case it 
had been agreed to develop various 
suburban lines. It is to be remarked 
that interurban electric railways are 
something scarcely to be noted in 
France save in the contiguous Lille- 
Roubaix-Tourcoing district, largely 
intermarried industrial communities 
where there is an intense interchange 
of traffic. 

Above all, the situation in Marseilles 
is one that requires as early a solution 
as possible. The city is extending its 
habitable limits far beyond that reached 
by the street car lines and with the ex- 
ception of the intercity lines running 
to Aubagne on the east and to Aix-en- 
Provence on the north, 12 or 15 miles 
in each case, there is practically no 
catering to suburban traffic. Accommo- 
dation by the single line of railway cen- 
tering at Marseilles, the Paris, Lyons 
& Mediterranean, which is only just 
beginning its electrification program, 
is wholly inadequate with respect to its 
Marseilles suburban stations and in fact 
does not reach many outlying commu- 
nities, which are entirely bereft of any 
means of public service communication. 
The municipality of Marseilles is to 
advance the company 40,000,000 francs 
for the immediate undertaking of the 
required extensions, while Le Havre is 
to advance 10,000,000 franes for work 
te be carried out there. 


Profit Sharing in Public Service 
Concessions in France 


The permanent Council of Labor, re- 
cently in session, passed a motion call- 
ing upon national, state and county 
authorities to grant. franchises-for pub- 
lic service concessions—light railways, 
heat, light and power, omnibus routes, 
gas companies, etc.—only upon the 
acceptation of a clause which shall 
provide for the sharing of profits with 
employees of whatever rank who may 
be associated with the enterprise. It 
was recommended that a law be passed 
by the national government to this 
effect and that this law should state 
clearly the conditions under which such 
profit sharing should apply, flexibility 
of the law, in the sense that it would 
permit the directors to take advantage 
of the means to widen the scope or in- 
crease the volume of business, being as 
desirable for the employee as for the 


employer. The platform appears to have 
been most liberally conceived and is 
in no way to be considered as antago- 
nistic to capital and employer as being 
the concurrent elements to the em- 
ployee. 


Electrification of Finnish 
Railways Progressing 


According to the director of the Fin- 
nish State Railways, the question of the 
electrification of the State railways, 
which has been in abeyance for some 
time, will soon be taken up, as the 
work on the power station at Imatra 
has advanced so far that preliminary 
arrangements have already been made 
for obtaining turbines and power ma- 
chines. The State Railways must there- 
fore hurry this matter forward. It 
is intended to electrify first the local 
lines near Helsingfors and then the 
long-distance line, particularly Helsing- 
fors-Systerback. The project, however, 
is still very indefinite. 


First Important Electrification 
in Central Africa 


The Department of Commerce at 
Washington has received from Consul- 
General H. M. Morgan of Brussels the 
statement by the Belgian Minister of 
Colonies on the electrification of the 
Leopoldville- Matadi Railroad. Ac- 
cording to his statement this will be 
the first important railroad in Cen- 
tral Africa to be electrified. For the 
electrification of the railroad 30,000 hp. 
will suffice, at least in the beginning. 
It is estimated that the money required 
for this project will be 150,000,000 
francs. The gage of the line is at 
present 75 cm. It is impossible, for 
technical reasons, to electrify the line 
efficiently unless the gage is made at 
least 1.06 m. “Consequently,” says 
the statement, “the widening of the 
lines will have to be undertaken before 
any other work is begun.” 


Electrification in Sweden 
Extensive 


Electric power is furnished to 40 per 
cent of the total area of Sweden, accord- 
ing to the Government Committee for 
Information on Electrified Acreage. The 
present annual consumption of electric 
power by rural Sweden is 110,000,000 
kw.-hr., while the total consumption of 
the country is approximately 390,000,000 
kw.-hr. This committee has reported 
also on the possibility of electrifying 
the island of Gottland off the west coast 
of Sweden and recommends the estab- 
lishment of a plant near the town of 
Tingstade, where large deposits of peat 
would afford cheap and satisfactory 
fuel. 
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Private Operation Being Con- 
sidered in Milan 


Reversion to private operation of the 
Milan tramway system will be discussed 
before the Municipal Council of that 
city. Although a surplus will be earned 
this year, the general feeling is that 
utilities had better be operated by pri- 
vate companies because they are then 
less affected by politics. The example 
of the municipal electric light and power 
service of Milan, which from a very 
successful undertaking had _ been 
prought to the verge of ruin by the 
former socialistic city administration, is 
recognized by the public, who compare 
its rather irregular service with the 
much better and more reliable Edison 
service. 

The only consideration that is ad- 
verse to a return to private operations 
is that a company would not perhaps 
consider building extensions unless 
these should appear to show an early 
profit, and new street railway lines are 
necessary to the growth of Milan, which 
now has more than 750,000 inhabitants 
within its corporate limits. 

The street railway tracks in Milan are 
wenerally in very good condition and so 
are the cars, though many are of small 
capacity and somewhat obsolete in type. 
Fares, which are straight, are 40 cente- 
simi during the day (about 2 cents at 
actual exchange) with return tickets 
sold for 40 centesimi before 9 a.m., en- 
titling to a return trip in opposite di- 
rection within the same day after 9 a.m. 
The municipal tramways system con- 
sists of about 1,300 cars operated over 
forty different routes. 


Will Extend Weekly Pass 


The weekly pass has proved so popu- 
lar from a public and operating stand- 
point on the Lidget Green route of 
the Bradford Corporation Tramways, 
Bradford, England, that it has been 
decided to extend the plan to other 
routes at an early date. The revenues 
for the first four weeks, beginning 
June 18, on the test route were respec- 
tively £546, £556, £557 and £557, while 
pass sales at 2 shillings (48 cents) per 
pass were 897,950,941 and 923. The 
additional routes for two months trial 
are Thornton, Allerton and Duckworth 
Lane. The last named will have the 
same price pass as Lidget Green, since 
it is also a single fare 1.5d. (3 cents) 
youte. The others will have a two-zone 
pass in addition, at a price yet to be 
determined. 


Fares on Gold Basis 


A car ride in Cologne now costs 33 
gold pfennigs, in contrast to the rate 
of only 10 pfennigs before the—war. 
Fares are now determined on a gold 
basis, in order to protect the city against 
losses resulting from the depreciating 
paper mark. It is said now that an 
electric railway ride has come to be 
considered a real luxury for the aver- 
age man, who is paid his wage in paper 
marks. 
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Financial and Corporate 


Net Income Up $490,497 


Brooklyn City Railroad’s Report for the 
Year Shows the Company to Be 
Making Remarkable Record 


The gross revenues from transporta- 
tion of the Brooklyn City Railroad for 
the year ended June 30, 1923, increased 
approximately $300,000 during the year, 
with no increase in fares, the average 
receipts per passenger being 4.68 cents. 
There was an increase of approximately 
$30,000 in the cost of operating cars, 
due to increased service and to the 
higher wages paid the employees. 

The net corporate income of the 
Brooklyn City Railroad (excluding the 
Brooklyn City Development Corpora- 


INCOME STATEMENT 
BROOKLYN CITY RAILROAD AND BROOK- 
LYN CITY DEVELOPMENT CORPORATION 


Brooklyn 
Con- City Rail- 
solidated road _ only 
Fiscal Year Fiscal Year 
Ended Ended 
June 30, June 30, 
1923 1922 
Passengerrevenue....... $11,715,813 $11,413,403 
Other car revenue........ 150 247 
Total transportation 
FEVOMUC\. sic ov vase ie $11,715,963 $11,413,650 
Advertising and other ~ : 
privilewesvty accents $85,872 $100,006 
Rent of land, buildings, 
Gin Se jen nore ae cto 131,660 127,498 
Rent of tracks and term- 
DTA IA) Sieteretets te) cvty vines fara 50,753 46,053 
Miscellaneous revenue... . 2,004 543 
Totaloperatingrevenue $11,986,252 $11,687,750 
Operating Expenses 
Maintenance—w ay and 
$1,246,178 $1,203,976 
11404,315 1,368,204 
Vays 1,023,282 986,910 
Operation of cars........ 3,865,305 3,835,850 
Injuries to persons and 
DYOPELEYs visas hte hre ka 419,436 524,309 
General and miscellane- 
ous expenseS.......... 512,592 530,972 
Total operating 
expenses........... $8,471,108 $8,450,221 
Net operating revenue.. $3,515,143 $3,237,529 
Taxes assignable to opera- 
CON KA hates weit ie rene 889,532 931,521 
Operatingincome...... $2,625,611 $2,306,008 
Non-operating income.... 10,942 60,950 
Grossincome......... $2,836,553 $2,466,958 
Income Deductions 
Interesbysceebincte alee $367,454 $428,319 
Rent of cars, tracks, etc.... 213,884 273,111 
Total income deduc- 
TONS evo Sewn eines $581,338 $701,430 
Netincome...7......,. $2,255,215) $1,765,528 


tion), after providing for all operating 
expenses, maintenance, taxes, bond in- 
terest and reserves, amounted to $2,256,- 
025. This was an increase of $490,497 
compared with the previous year. 
During the year the company carried 
250,700,975 passengers, an increase of 
7,162,508 passengers as compared with 
the previous year. Expressed in an- 
other way, the company carried ap- 
proximately 100,000 more passengers 
on every business day of the year end- 


ing June 30, 1923, as compared with 
the period ending June 30, 1921. 

During the year the company ex- 
pended for maintenance or credited to 
the reserve therefor $2,606,640, thus 
adequately meeting all current main- 
tenance in addition to providing for the 
deferred maintenance which had ac- 
cumulated at the time the property was 
returned in October, 1919. 

The company is now engaged in the 
reconstruction of 68,760 ft. of track 
system, the old 94-lb. rail being replaced 
with new rail weighing 122 lb. per 
yard. 

The payment of dividends on the 
stock of the company was resumed dur- 
ing the year. Three quarterly dividends 
of 2 per cent each were paid respec- 
tively on Dec. 15, 1922; March 1 and 
June 1, 1923. 

In view of the increased earnings and 
the resumption of dividends, the direc- 
tors determined in’ November, 1922, to 
suspend the-colleetion of a second fare 
on the Flatbush Avenue Line at Foster 
Avenue. This and the generally better 
and more frequent service given have 
enabled the public to share with the 
company the results of its prosperity. 

The Brooklyn City Development Cor- 
poration, all of the capital stock of 
which is owned by the Brooklyn City 
Railroad free and clear of liens of any 
kind, has contracted for the delivery in 
the early autumn of 200 new passenger 
cars of the most modern type. The com- 
pany is also converting fifty-four cen- 
ter-entrance trail cars into motor cars, 
traffic conditions being such that the 
public can be better accommodated by 
more frequent service of single motor 
ears than by the operation of cars and 
trailers at longer intervals. Seventy- 
five semi-convertible motor cars have 
been rebuilt into prepayment one-man- 
two-man cars and are now rendering 
satisfactory service. This has enabled 
the company to dispose of twenty-five 
of its small single-truck safety cars 
that were no longer needed. 


Operation to Cease in Trinidad 


After requests covering three years, 
the Trinidad (Col.) Electric Transmis- 
sion, Railway & Gas Company has been 
granted permission to discontinue all 
its city and interurban railway lines by 
the Colorado Public Utilities Commis- 
sion. The decision was announced -on 
Sept. 1. -Cessation of service will be 
permitted after Sept. 15, thus cutting 
off Sopris, Cokedale and other large 
coal mining camps in the southern part 
of the state. 

Discontinuance was originally re- 
quested by the company on May 10, 
1920. The application was renewed in 
November, 1921. Hearings on the last 
request were started in May of this 
year when it was shown that the com- 
pany had lost more than $22,000 in 
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1922. The abandonment was opposed 
by the city administration in Trinidad, 


‘the Chamber of Commerce and other 


civic organizations. 

According to W. P. Southard, general 
manager of the company, it is not 
known whether the trackage will be 
torn up or be allowed to remain pend- 
ing a period when operation might 
again be made profitable. 


Passengers and Net Income 
Decrease in Detroit 


The total operating revenue of the 
City of Detroit,, Department of Street 
Railways, for July, 1923, was $1,764,- 
174 compared with $1,584,795 for the 
same month a year ago. Included in 
the first figure is $1,660,055 covering 
revenue from transportation for July 
of this year. The total operating ex- 
penses amounted to $1,299,326 in July, 
1923, compared with $1,103,441 in the 
same month a year ago. The net rev- 
enue from railway operations was $464,- 
848, a small decrease compared with 
the same month a year ago, when it 
was $481,354. The net income shows 
a considerable falling off as compared 
with July, 1922. In that month it was 
$100,892 and in July, 1923, it was $30,- 
951. The total passengers carried in 
July of the current year was 40,934,203, 
while 36,904,425 passengers were car- 
ried in July, 1922. 


Accuses Men of Blocking Bonafide 
Reorganization 


R. Floyd Clinch, a local member of 
the protective committee under the re- 
organization plan of the Chicago Ele- 
vated Railway, made a statement in 
answer to the announcement that the 
Chicago Elevated Railways preferred 
stockholders’ committee threatened legal 
action against the proposed plan sub- 
mitted by the noteholders’ protective 
committee. 

Mr. Clinch said that the stockholders’ 
list showed only three of the preferred 
stockholders’ committee as being stock- 
holders; that two of these three acquired 
their stock within the last three months 
and at a time when it was generally 
known that the reorganization was un- 
der way and also that the company’s 
finances, generally, were in bad shape 
and that the preferred stock had little 
or no value. 

Further that the oldest stockholder of 
this so-called committee purchased his 
stock beginning in March, 1922, and 
even at that time the financial condition 
of the companies was generally known 
and reflected by the market. These 
gentlemen, he said, all told, own only 
about 2,600 shares, which were mostly 
purchased at a time when the market 
was at a nominal figure and probably 
$3 or less a share. It was his opinion 
that these men were now trying to block 
a bonafide reorganization which was 
in the interest of the properties and 
public alike. 

It will be recalled that the time for 
making deposits under the terms of the 
reorganization has been extended. 
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Charleston Interurban Acquires 
Kanawha Valley 


The entire common capital stock of 
the Kanawha Valley Traction Com- 
pany has been acquired by the Charles- 
ton Interurban Railroad. Announce- 
ment to this effect has been made by 
Robert Garrett & Sons, Baltimore, who 
handled the transaction. Five thou- 
sand shares of a par value of $100 


. were involved. 


The Charleston company has _ here- 
tofore leased the properties of the 
Kanawha Valley Traction Company, 
comprising the railway system in the 
city of Charleston, W. Va., and the 
interurban lines connecting therewith 
a number of towns and villages in the 
surrounding territory of Kanawha 
County, under a ninety-nine-year lease 
with a privilege of purchase. 

The steady growth in the business 
of the company and the plans for fur- 
ther development in the future have 
made it advisable and advantageous 
for the company to acquire the above- 
mentioned stock, so that it will be sole 
owner as well as operator of the 
property. 

The plans contemplate an extension 
of its lines to serve a section which 
is well developed beyond its present 
radius. Provision is also made for nec- 
essary funds through a sale to patrons 
and employees of a new issue of pre- 
ferred stock. This will give the com- 
pany the benefit of closer financial re- 
lations with the communities which it 
serves and at the same time increase 
the security behind the bonds. 

The earnings of the company for 
the six months ended June 30, 1923, 
which have recently been reported, 
show: 


GECOEBHECOGIDIES, che. s ole osraisle stevie eas $489,564 
Operating expenses and taxes..... 339,327 

IGRGOSSPITLCODUC) siSyele so sic e0 wale vis $150,237 
BONG MMCETOS, sis cai cele aclenenes 59,102 


Refuses Purchase Price for 
Rate-Making Purposes 

The Missouri Public Service Com- 
mission on Aug. 8 declined to accept 
the purchase price of a public utility 
as a fair valuation for rate-making 
purposes. This decision was in the 
case of the purchase by the Public 
Service Company of Missouri from the 
Watts Engineering Company of the gas 
plant and property at Columbia, Mo. 
The purchase price of $130,000 was 
approved conditioned upon the pur- 
chasing company amortizing within 
twenty years out of its earnings the 
excess of $16,000 of the purchase price 
above the commission’s rate-making 
valuation of $114,000. The order spe- 
cifically stated that the commission 
would not consider the purchase price 
as a rate-making basis, or as acquies- 
cence by the commission in the value 
placed upon the property in the present 
transaction and that nothing in the 
order shall be construed as an approval 
of the rates now charged for service 
at Columbia nor as a finding that the 
present rates are not excessive and not 


discriminatory. Consumers at Colum- 
bia had complained to the commission 
that the amount paid for the utility 
was too high and might be urged later 
as a basis for increased gas rates. 


New Company to Take Over 
Doherty Colorado Properties 


The Cities Service Company, New 
York, N. Y., H. L. Doherty & Company 
fiscal agents, has organized a new com- 
pany, the Public Service Company of 
Colorado, to acquire through an ex- 
change of stock the Denver Gas & Elec- 
tric Light Company of Denver, the 
Western Light & Power Company of 
Boulder and a new power plant develop- 
ment at Valmount, Col. The merger 
plans parallel in some ways a consoli- 
dation two years ago of nine public util- 
ities in Ohio under the name of the 
Ohio Public Service Company. 

The Colorado merger plans provide 
for financing the completion of the big 
plant at Valmount, which is designed 
for an ultimate capacity of 200,000 kw., 
and for joining the Denver and Boulder 
properties with high-tension transmis- 
sion lines. An Eastern group of bankers 
has underwritten the financial require- 
ments. The capitalization will consist 
of $3,500,000 of 7 per cent preferred 
stock and $15,000,000 of common stock. 

Holders of the Denver Gas & Electric 
Light Company have 1eceived a letter 
as to the terms of stock exchange. 
The 6 per cent cumulative preferred 
stock of that company will be exchanged 
on a share for share basis for the 7 per 
cent preferred stock of the new com- 
pany. Western Light & Power Com- 
pany 7 per cent cumulative preferred 
stock will be exchanged share for share 
plus par in the new preferred stock for 
cumulative dividends on the old stock. 
The Western Light & Power Company, 
with operating offices at Boulder, runs 
the local railway there. 


Auction Sales in New York.—At the 
public auction rooms in New York there 
were no sales of electric railway securi- 
ties this week. 


Acquires Property.—The Milwaukee 
Electric Railway & Light Company has 
acquired the electric lighting and power 
interests of the Honey Creek Electric 
Light Company. 

Mortgage Gold Bonds Being Offered. 
—Bonbright & Company are offering 
at 96% and accrued interest to yield 
more than 6.25 per cent $1,000,000 of 
United Light & Railways Company first 
lien and consolidated mortgage gold 
bonds known as Series “‘A” 6 per cent. 
The bonds are dated April 1, 1922, and 
are due April 1, 1952. 


Utilities Consolidate.— The  stock- 
holders of the Central Illinois Public 
Service Company, a subsidiary of the 
Midvale West Utilities, in a special 
meeting held at Springfield voted for 
the resolution to consolidate the Middle 
West Power Company and other corpo- 
rations with the Central Public Service 
Company, etc. At the same time a 


meeting in Chicago of the stockholders 
of the Middle West Power Company, 
another Middle West subsidiary, voted 
for the resolution to consolidate. 


Reorganization Postponed.—Another 
postponement in the proposed reorgan- 
ization of the Pittsburgh Railway has 
been recently announced. With the 
permission of the Pennsylvania Public 
Service Commission, the date for carry- 
ing out the proposed reorganization has 
been set for Oct. 15. There had recently 
been a postponement until Sept. 1. The 
postponement was granted on the peti- 
tion of the Philadelphia Company, which 
is undertaking the reorganization. It 
was agreed to by the city of Pittsburgh, 
which is a party to the proposed rail- 
Ways reorganization plan. 

Gold Bonds Offered.—A syndicate in- 
cluding Dillon, Read & Company, New 
York, is offering at 983 and interest, to 
yield more than 6.10 per cent, $10,000,- 
000 of the 6 per cent refunding and first 
mortgage gold bonds, series C, of the 
Milwaukee Electric Railway & Light 
Company. The bonds are dated June 1, 
1921, and are due Sept. 1, 1953. The 
purpose of the issue is to retire $3,600,- 
000 of five-year 7 per cent notes due in 
November and to reimburse the cor- 
poration for expenditures for additions 
to the property. The bonds are secured 
by a first lien on the company’s prop- 
erty. 

On the Way to Resuming Service.— 
The name of the Bryan College Inter- 
urban Railway, Bryan, Tex., has been 
changed to the Bryan Traction Com- 
pany. The stockholders of the com- 
pany recently met for the purpose of 
organization. Work will very shortly 
get under way looking toward the re- 
sumption of operation. The following 
board of directors was elected: F. C. 
Bolton, James Sullivan, W. Wipprecht, 
E. H. Edge, J. M. Gordon, John M. 
Lawrence, J. Webb Howell, E. H. Astin 
and George Chance. The directors met 
and elected officers as follows: E. H. 
Edge, president; E. H. Astin, vice- 
president; James Sullivan, secretary, 
and J. M. Gordon, treasurer. Todd A. 
White has been selected manager of the 
property. 

Long Island Line May Resume Sery- 
ice.—Following a conference at which 
were present representatives of the city, 
receivers and bondholders of the North 
Shore Traction Company, Judge Inch 
announced that he would enter an order 
directing that the work of dismantling 
the line be stopped. It is now probable 
that service on the abandoned lines in 
Flushing, Whitestone, Bayside, Doug- 
laston and Little Neck will be restored. 
Judge Inch, in his chambers in the Fed- 
eral Building, Brooklyn, at the confer- 
ence on Aug. 23 suggested a plan 
ealling for operation while a special 
master to be appointed by him would 
try to reconcile the claims and counter 
claims of interested parties. Vincent 
Victory, representing the city at the 
hearing, said that after a tour of in- 
spection which he had made along the 
line, he thought service could be started 
within three weeks. 
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Traffic and Transportation 


Election Rules Jitneys Out of 
Birmingham 

Jitneys were virtually voted out of 
existence in the city of Birmingham, 
Ala., by a majority of 6,175 at an ini- 
tiative election on Aug, 28, when the 
jitney men’s ordinance submitted as a 
substitute for the city’s jitney regula- 
tions was defeated overwhelmingly. 
Canvass of the election returns on Aug. 
29 by the Birmingham Election Com- 
mission showed that the vote in favor 
of the jitney men’s ordinance was 2,827. 
The vote against the ordinance was 
9,002. The total vote cast was a light one. 

As a result jitneys probably will cease 
operations on Sept. 15 and reductions 
of cash fares to 7 cents and ticket fares 
to 6 cents probably will be put into 
effect by the Birmingham Railway, 
Light & Power Company immediately 
after that date. In fact, preparations 
for taking off the jitneys and reducing 
car fares are now being made. 

At a meeting of the Birmingham 
Jitney Owners’ and Drivers’ Associa- 
tion, which obtained the injunction now 
pending and submitted the ordinance on 
which the initiative election was held, 
it was decided to abide by the results 
of the election and cease operations. The 
meeting of the association was held on 
the night of Aug. 29, following the offi- 
cial canvass of the returns. James 
Weatherly, attorney for the jitney men, 
advised the city attorney’s office of the 
. decision on the morning of Aug. 30 and 
stated that he would join with the city 
in asking the Alabama Supreme Court 
to dissolve the injunction, now in force, 
on Sept. 15. 

J. S. Pevear, co-receiver of the Bir- 
mingham Railway, Light & Power Com- 
pany, stated that a new schedule of rates 
carrying into effect the reductions will 
be made up and as soon as the injunc- 
tion has been dissolved and the city’s 
regulations put into effect the comvany 
will ask the approval of the Public Serv- 
ice Commission for the new rates. 

Judge W. I. Grubb of the United 
States District Court, following the elec- 
tion, approved the order for the pur- 
chase of twenty new cars, which were 
contracted for by the company some 
months ago. 


Clause Fixing Ten-Cent Rate in 
Youngstown Asked 


A request that the Council of Youngs- 
town, Ohio, fix fare rate J, providing 
for a 10-cent fare on the Youngstown 
Municipal Railway, was made ‘in a letter 
sent to the Council recently by G. T. 
Seely, president of the Pennsylvania- 
Ohio Electric Company. 

The request is made, according to 
Mr. Seely, in accordance with section 
14 of the franchise which provides that 
Council shall fix two higher schedules 
than the one in effect. 


Schedule H, providing for an 8-cent 
fare, is now in effect; Schedule I, pro- 
viding for a 9-cent fare, is provided for 
by ordinance of Council, but Schedule J 
has never been provided for. The 
Council in 1920 disregarded a similar 
request. It is said that the present 
request is merely preparatory in nature, 
there being no intention of involving 
the 10-cent rate at present. 

The deficit to the stabilizing fund 
of the railway passed the $1,000,000 
mark, the annual report for July 
showed. 


Local Five-Cent Fares Popular 
on Boston “L”’ 


Many very interesting facts regard- 
ing the Boston Elevated Railway were 
brought out by Edward Dana, manager 
of the road, at the hearing on wages 
for the employees, concluded recently. 
In speaking of the success of the 5-cent 
fare now in effect, Mr. Dana said that 
100,000,000 a year ride on 5-cent lines. 
The Elevated lost 25,000,000 riders, he 
said, on these lines when the fare was 
raised from 8 to 10 cents. The 5-cent 
riders represent one-fourth of the en- 
tire traffic. Their average ride is 1 mile. 
He said that the universal 5-cent fare 
formerly in effect was’a false economic 
basis. 

The total investment in the Elevated 
system, Mr. Dana testified. is $143,000,- 
000, of which $52,000,000 represents 
stock, $46,000,000 bonds and $45,000,- 
000 state and city bonds on the subways 
and tunnels. 

He said that it had taken a number of 
years to bring wages up to 48 cents an 
hour, under the old 5-cent fare. Since 
the establishment of a sound economic 
basis, the wages have increased from 
$9,000,000 to more than $15,000,000. 
The item for wages is now more than 
the entire operating expenses of the 
road in 1918. 

The depreciation allowance since 
1919 has been $2,000,000 a year, 
whereas it was only $352,000 before 
public control and the 10-cent fare. 

Mr. Dana gave computations as to 
the number of day’s receipts required 
to pay the various charges in the oper- 
ations of the system, as follow: 161 
days required to meet the payroll; 39 
days to pay for the cost of materials, 
84.5 days for the return on $52,000,000 
of stock; 25 days for interest on bonds, 
22 days for fuel; 22 days for interest 
on state and city funds; 22 days for de- 
preciation, 19 days for Federal, state 
and municipal taxation; 124 days to 
pav back the deficit to cities and towns. 

Mr. Dana said that an increase in 
wages must come out of the amount 
which ordinarily could be applied to- 
ward reducing the 1919 deficit of 
$5,415.500. If wages should require 
more than that amount, it would mean 
an increase in fare temporarily. 


United States Supreme Court to 
Decide Shreveport Fares 


The Shreveport Railways is operat- 
ing under the 7-cent fare as ordered 
by the court. Three years have passed 
since the fare agitation started in 
Shreveport. The matter is still not 
settled. In 1920, by a vote of the 
people, the Shreveport Railways was 
granted an increase in its fare from 
5 cents to 6 cents. The election was © 
contested by Huey P. Long, chairman 
of the Louisiana Railway Commission, 
acting as a citizen of Shreveport. The 
State Supreme Court upheld it. 

In 1921 the State Constitutional Con- 
vention changed the name of the Rail- 
road Commission to the Publie Service 
Commission and gave the Public Serv- 
ice Commission authority to fix rates 
to be charged by public service util- 
ities. In April, 1922, the Public Service 
Commission issued an order, without a 
hearing, fixing the street car fare in 
Shreveport at 5 cents. After an ap- 
praisal of the property had been made 
by valuation engineers, the Public Sery- 
ice Commission granted a hearing on 
the application of the company for an 
inerease in fare Jan. 15 and 16, 1923, 
at which evidence was introduced on 
both sides on the question, but the com- 
mission failed to make a decision. The 
company appealed to the United States 
District Court and secured a tempo- 
rary injunction against the Louisiana 
Public Service Commission, restraining 
that body from interfering with the 
company’s collecting a 7-cent fare. 

Huey P. Long, chairman of the com- 
mission, then sought and was granted 
an appeal to the United States Supreme 
Court. He based his appeal on the plea 
that the Federal District Court was 
without jurisdiction. 


Milwaukee Company Defines Its 
Use of the Bus 


Be not the first by whom the new are tried, 
Nor yet the last to lay the old aside. 

This advice of Pope the Milwaukee 
Electric Railway & Light Company has 
followed. The company is progressive 
but particular. So that its owners may 
know, the company inclosed with the 
dividend check to the holders of its 
preferred stock accompanying the pay- 
ment made on Sept. 1 a statement re- 
viewing its affairs. In this statement 
it contrasted the ten-year growth of 
the company business from a gross of 
$7,729,822 in 1912 to $19,493,012 in 
1922, a gain of more than 152 per cent. 
Many other facts were given. The out- 
look for the future was pronounced to 
be most promising. On just one mat- 
ter, the bus, holders of the company’s 
securities are reassured as follows: 


During the past two years your company 

has added a large fleet of passenger motor 
buses to its street railway branch. These 
buses co-operate with the street cars in 
carrying city passengers, and they supply 
new travel routes between Milwaukee and 
scores of cities and towns in the Milwau- 
kee trade territory throughout southeastern 
Wisconsin. 
. Your company has always been a leader 
in inventing or adopting new machinery to 
get each job done with the fewest neces- 
Bary. men working under humane condi- 
ions, 
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Hyde Park Service Started 
by Boston Elevated 


An arrangement has been completed 
whereby the Boston Elevated Railway 
has taken over a part of the Eastern 
Massachusetts Street Railway system 
in Hyde Park, a community annexed 
to Boston some years ago. The Bos- 
ton Elevated began service over the 
line on Sept. 1, which has the effect of 
giving Hyde Park a 10-cent fare to 
Boston. 

The sole purpose of this arrangement 
was to provide a single fare for Hyde 
Park, which has fought for it for 
twenty years. It wanted a 5-cent fare 
when that was the unit, and its princi- 
pal reason for seeking annexation to 
Boston was to obtain the single fare. 

In order to accomplish the change 
the city of Boston acquired a section of 
the Eastern Massachusetts system and 
leased it to the Boston Elevated, as it 
leases the subways and tunnels to the 
Elevated. Not only does the Elevated 
run its own cars to the center of Hyde 
Park, but it has established two lines 
of buses to other sections of Hyde Park 
and to Readeville, giving the privilege 
of transfer from one to the other. The 
fare unit on the jitneys for the present 
is 10 cents. So elated are the people of 
Hyde Park over the change that they 
had a public celebration on the evening 
before the new service went into effect 
and entertained Mayor Curley of Bos- 
ton, other city officials and the trustees 
and officers of the Boston Elevated. 


Co-operating in Toledo for Safety 


Toledo utilities are co-operating in a 
city-wide campaign for safety. Re- 
sults already include a new traffic code, 
plans for a safety week, Sept. 23 to 30, 
anti-jay-walking campaign, motor driv- 
ers’ school and a complete industrial 
and school campaign for the entire 
year. 

The Toledo Safety Council has been 
organized and is headed by V. J. Waltz, 
claims attorney for the Community 
Traction Company, as president. Ray 
Metzger, manager of the Toledo, Ottawa 
Beach & Northern Railway, is chairman 
of: the public utility committee. H. E. 
Brosius has been hired as secretary- 
manager of the council. He has estab- 
lished offices at 1734 Nicholas Building. 

The Toledo Automobile Club has ap- 
propriated $5,000 for the printing and 
distribution of a pamphlet containing 
the new traffic code, state motor laws 
and digest of important traffic rules. 


‘May Adopt New P.A.Y.E. Cars 
in Duluth 


As a result of a mild rebellion which 
has developed among the patrons of the 
Duluth Street Railway on its West Du- 
luth and Aerial Bridge lines against 
the use of the turnstile in connection 
with the pay-as-you-enter-cars, officials 
of the company in conference with city 
officials have suggested a way out of 
the difficulty by abolishing the turn- 
stiles and having a front-end _ exit. 
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Herbert Warren, vice-president and 
general manager of the company, told 
city commissioners at the conference 
that the company now desired to make 
the change and had already made plans 
to convert ten cars into this type, if 
the sanction of the City Council could 
be obtained. An agreement has not 
yet been reached by the city officials. 

For the past week patrons of the line 
on which the turnstiles have been in op- 
eration have taken concerted action in 
refusing to pass through them. No 
serious trouble, however, has resulted 
and the incident has merely served. to 
cause the company officials to confer 
with the City Council with reference 
to the adoption of a new type of pay- 
as-you-enter cars. 


Seeks to Use One-Man Cars.—Appli- 
cation has been made to the Wisconsin 
Railroad Commission by the Wisconsin 
Public Service Corporation to introduce 
the one-man car between Kaukauna and 
Green Bay. 

New Rates Filed.—The Pittsburg & 
Beaver Street Railway, Pittsburgh, has 


“ filed a new tariff of rates with the 


Public Service Commission effective 
Sept. 17. The tariff increases the fare 
between Sixth Street, Ambridge, and 
Station Street, Leetsdale, from 5 cents 
a round trip to 5 cents each way. 


Bible Students Break Pass Records. 
—During the week ended Aug. 19, the 
Tacoma Railway & Power Company 
reached the record total sale of 12,512 
dollar weekly passes compared with a 
sale of 8,400 in the same week (Pass 
No. 4) of last year. The record was 
attained through the patronage of 500 
delegates to the International Bible 
Students Association. 

Will Protest Bus Competition.—The 
Levis County Railway, Levis, Que., is 
protesting against the alleged illegiti- 
mate competition of motor buses. A 
ruling was recently handed down by the 
Public Service Commission asking the 
city of Levis to co-operate with the 
electric railway so as to assure fair 
returns to that company and to take 
means, if necessary, to prevent undue 
competition from auto bus owners. 

Interurban to Run Buses.—The Chi- 
cago, Ottawa & Peoria Railway, in- 
cluded in the Illinois Traction System, 
has been authorized by the Illinois Com- 
merce Commission to abandon operation 
of 3% miles of track between Hick’s 
Junction and the village of Ladd, con- 
tingent upon the company arranging to 
supply adequate service by bus between 
Spring Valley and Ladd. It has already 
agreed to do this. 

Must Continue Safety Practice.— 
Motormen or conductors on the Wiscon- 
sin Public Service Corporation line 
operating between Kaukauna and Green 
Bay must flag their cars across a num- 
ber of steam line tracks, according to a 
ruling of the commission. The steam 
trains move slowly and are infrequently 
used, but the commission refused to 
permit discontinuance of the safety 
practice. 
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Authorizes One-Man Cars.—The Mis- 
souri Public Service Commission has 
authorized the use of one-man cars 
by the Hannibal Railway & Electric 
Company. A hearing was held on the 
company’s application at Hannibal on 
Aug. 8. The city officials informed 
Public Service Commissioner HE. J. 
Kean, who conducted the hearing, that 
there was no objection to the cars pro- 
vided they received and discharged pas- 
sengers on the right side. The order 
permitting the use of the cars issued 
on Aug. 14 makes this requirement. 


Wants More Cars Operated. — The 
City Council of Buffalo has asked the 
Public Service Commission to direct the 
International Railway to operate more 
cars and under shorter headway on 
the local lines in Buffalo. Figures com- 
piled by the municipal authorities in- 
dicate that approximately 440 cars, not 
including interurban cars, are being 
operated in Buffalo during the rush 
hours between 4:30 and 6:30 p.m. Two 
years ago, the figures show, the Inter- 
national was operating 805 cars, with 
925 in 1921 and more than 1,200 in 1913 
and 1914. 


Rerouting Plan Rejected. — After a 
discussion in which neither the Daven- 
port City Council nor Manager R. J. 
Smith of the Tri-City Railway would 
agree on the proposed rerouting plan 
for the city, the Council rejected the 
plan in toto. Previous to the rejection 
Manager Smith proposed to introduce 
two bus feeder lines tapping the dis- 
tricts east and west of Vander Veer 
Park and to agree to allow the Thir- 
teenth Street-Grand Avenue line to re- 
main as it is now, to extend the Rock- 
ingham line to the city limits and to 
extend the Northwest line from Division 
Street out to Lombard. 


Buses Make Connection.—A new bus 
line started operation on Aug. 1 which 
connects southeast and southwest Wash- 
ington. The line is operated jointly 
by the Capital Traction Company and 
the Washington Railway & Electric 
Company. Two buses are operated, giv- 
ing a twelve-minute service each way. . 
The fare is 8 cents cash, six tokens for 
40 cents, with a 2-cent transfer charge 
to or from electric railway cars at points 
where the buses connect with various 
lines of the Capital Traction Company 
or of the Washington Railway & Elec- 
tric Company. 

Extends Service.——The United Trac- 
tion Company, in keeping pace with 
the development of Albany, which has 
recently annexed a portion of the town 
of Colonie, has extended its service over 
its West City line route a distance of 
0.65 mile to the city boundaries, which 
adds 1.8 miles to the trackage of the 
traction company. This territory had 
been served by the interurban cars of 
the Schenectady Railway and the resi- 
dents of the section are now given a 
much better service with the payment 
of but one regular city fare. The first 
car was run over the extended route 
on Aug. 27 and was driven by Mayor 
Hackett of Albany. 
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Perfecting Plans for Bus Operation. 
—Plans are being perfected by the 
Boston Elevated Railway management 
under which practically all the trolley 
lines will be eliminated in Malden, 
Mass. Motor buses will replace them. 
Tracks will be ripped up and _ streets 
repaved. This action is expected to 
relieve traffic congestion. A bus ter- 
minal will be placed on land owned by 
the road at Main and Center Streets, 
from which two-car and _ three-car 
trains will be operated from the bus 
terminal to the Everett terminal of the 
elevated structure. 

Transfer System Changed.—The 
present system of transfer will be sim- 
plified on the lines of the Los Angeles 
Railway by making it necessary : for 
conductors to carry only two kinds of 
transfers instead of four. The new 
plan will be introduced within the next 
two months. One of the important fea- 
tures of the new plan is that the trans- 
fers will have p.m. coupons. Transfers 
issued in the a.m. period will be torn off 
the pad, so as to leave the p.m. coupon 
on the stub. This will eliminate the 
necessity of carrying a.m. and p.m. 
transfers. Another feature of the new 
transfer is that characters will be sub- 
stituted for dates. In this way fraud 
can be easily detected. 


Bonus for Car Men Under Safety 
Plan.—Under the safety plan of the 
Memphis Street Railway, which went 
into effect two months ago, earnings 
of platform employees for the month 
of July totaled $2,721. This brings the 
total for the two months up to $4,927, 
or a bonus of $9.36 for each platform 
man for the two months. The bonus 
is distributed every three months, and 
with the first distribution being made 
in September the bonus for each em- 
ployee at the present ratio will amount 
to about $14. The plan was adopted 
by the company as a measure of safety, 
the company agreeing with its men to 
share with them the amount saved by 
avoiding accidents. 


Serving Injunctions on Jitney Oper- 
ators——The Schenectady Railway has 
commenced the service of copies of 
restraining injunctions on jitney drivers 
in an effort to drive them off the streets 
of the city. Service has been had on 
about forty operators who are sum- 
moned to appear in the Supreme Court 
on Sept. 10 and show cause why they 
should not be in contempt for failure to 
abide by the injunction, order restrain+ 
ing them from operating. Papers are 
being prepared for the service of about 
sixty additional operators. If such 
procedure does not have the salutary 
effect desired, the company will pro- 
ceed to gather evidence against several 
hundred other operators and serve them 
as rapidly as possible. 

Express Service Provided.—In ac- 
cordance with the “public be pleased” 
policy of the Brooklyn-Manhattan 
Transit Company, Brooklyn, N. Y., 
passengers on the stations from Ocean 
Parkway to Parkside Avenue voted, on 
Aug. 30, to determine the new schedule 
of trains on the Brighton Beach Line. 


More than two-thirds of the patrons 
voted, the figures showing 21,692 votes 
by 31,919 passengers on the Brighton 
line. Plan No. 1, which proviaes for 
express service from Brighton Beach, 
by way of Manhattan Bridge, to Forty- 
second Street, with local service from 
Coney Island and Brighton Beach, via 
the Montague Street tunnel, to Fifty- 
seventh Street won by a plurality of 
3,186 votes. The new schedule will go 
into effect on Oct. 1. 

May Class Buses as Public Utilities. 
—A public hearing will be given by the 
Massachusetts Department of Public 
Works on Sept. 12 at Boston on the 
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Properties of Chilled Iron Car Wheels 


Part I—Wheel Fit and Static 
Strains; Bulletin 129. 

Part II—Wheel Fit, Static Load and 
Flange Pressure Strains, Ultimate Strength 
of Flange; Bulletin 134. 3 

Part Il1I—Strains Due to Brake Applica- 
tion, Co-efficient of Friction and Brake- 
Shoe Wear; Bulletin 135. a 

By J. M. Snedgrass, professor of railway 
mechanical engineering, University of Il- 
linois, and 5 : Guldner, special 
investigator. Published by the Engineering 
Experiment Station of the University of 
Illinois, Urbana, Ill. 

These three bulletins of the Engineer- 
ing Experiment Station of the Univer- 
sity of Illinois are the result of a three- 
year investigation of properties of 
cast-iron car wheels, made under the 
direction of the Railway Engineering 
Department of the University, in col- 
laboration with the Association of 
Manufacturers of Chilled Iron Car 
Wheels. Investigation of the strength 
of wheels has been made with a view 
toward improving the design and in- 
creasing the safety of cast-iron car 
wheels. Particular attention has been 
paid to testing the flanges of the wheels, 
as breakage at this point is extremely 
serious. 

The program adopted by the com- 
mittee was embraced to determine (1) 
the strains caused by mounting the 
wheel on its axle; (2) the strains 
caused by the static or wheel loads; 
(8) the ultimate breaking strength of 
flanges, and strains caused by flange 
pressure; (4) the strains due to tem- 
perature gradients in the wheel caused 
by brake application; (5) incidental 
problems related to the above. 

Part I deals principally with strains 
due to mounting the wheel on the axle, 
while Part II, in addition to giving fur- 
ther information on this subject, covers 
the effect of different thicknesses of 
flange on the strength, and also shows 
the effect of wear on the wheel flanges 
on their strength. The general con- 
clusion from the results of these tests 
is that the flange strength of the 
chilled iron wheel can be increased 
to keep pace with probable future serv- 
ice requirements by a proper placing 
of additional metal in the tread and 
flange. ; 


Load 


question of placing jitneys, buses and 
motor trucks under the provisions of 
law classifying them as “public util- 
ities.” Under such classification they 
will not be permitted to operate any- 
where within the state before the public 
authorities declare that “public con- 
venience and necessity required” that 
the specific service be performed. The 
plan would virtually place the buses 
and jitneys in the same class with 
street railways and steam railroads for 
the purpose of regulation, ana the 
Department of Public Utilities prob- 
ably would be empowered to regulate 
fares and schedules. 


Part III deals principally with tests 
of friction and wear of brake-shoes ap- 
plied to chilled iron wheels and, for 
comparative purposes, to steel wheels, 
rotating at constant speed. - Tempera- 
ture changes due to brake-shoe pressure 
were very carefully determined. The 
principal conclusion was that the 
stresses in chilled iron wheels, set up 
by temperature gradients due to brake 
application, are transmitted mainly 
through the outer plate, the strains 
or stresses on the inner plates being 
relatively small. The stresses resulting 
from temperature gradients may be 
kept within safe limits by the use of 
cooling periods or cooling stations. The 
so-called “arch-plate” design gives bet- 
ter service results than the M. C. B. 
type, due to better placing of the 
material. 

Prolonged and excessively heavy 
brake application may cause strains of 
sufficient intensity to crack either 
chilled iron or steel wheels. This 
emphasizes the necessity for careful 
attention to operating conditions of 
breaking apparatus in both level and 
mountainous regions. 


Proceedings of the Eighteenth Conven- 
tion of the Union Internationale 
de Tramways 


The report of the proceedings, held in 
Brussels, Oct. 2-7, 1922, has just ap- 
peared in a volume of 482 pages. They 
contain the papers and discussions, to- 
gether with a brief account of the social 
events. The latter are illustrated by 
views of the places visited. 


Explosives, Their Materials, Constitution / 
and Analysis 

By C. A. Taylor and Wm. H. Rinkenbach. 
Bulletin 219, United States Bureau of 
Mines, Washington, D. C. 

This is a comprehensive, well-indexed 
book of 188 pages, covering in a thor- 
ough manner the properties and analysis 
of materials used in explosives, and full 
information regarding the explosives 
themselves. It will be useful to electric 
railway engineers who are responsible 
for blasting operations. 
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Personal Items 


Mr. Banghart in New York 


Former Augusta-Aiken Official Made 
Vice-President of Staten Island 
Properties 


Charles S. Banghart has resigned as 
general manager of the Augusta-Aiken 
Railway & Electric Company, Augusta, 
Ga., to accept the position of vice-presi- 
dent of the Staten Island Edison Com- 
pany and the Richmond Light & Rail- 
road Company, with offices in St. 
George, Staten Island, New York City. 
All of these properties are under the 
management of the J. G. White Man- 
agement Corporation. Mr. Banghart 
will be succeeded at Augusta by F. 
Bayard Culley, who has been assist- 
ant secretary and treasurer there. Mr. 
Culley will in turn be succeeded by 
M. H. Hendee, commercial manager and 
purchasing agent at Augusta. 

This formal announcement means, 
of course, that Mr. Banghart is coming 
back to New York to live. And that 
means a great deal to Mr. Banghart’s 
many friends in the Metropolitan dis- 
trict. Augusta’s expressed regret at 
losing Mr. Banghart is sincere, but 
Augusta’s loss is indeed New York’s 
gain. Mr. Banghart looms large 
wherever men gather. 


A FACTOR IN PUBLIC AFFAIRS 


If ever praise was heaped—yes, 
heaped, that’s the only word—upon a 
man by the daily press of the city he 
was about to leave that man is Charlie 
Banghart. Augusta took Mr. Banghart 
to itself at once. There is probably no 
gift within the power of the people of 
that city to bestow which Mr. Banghart 
could not have had at a mere hint of de- 
sire from him. While Mr. Banghart 
did enter actively into civic affairs and 
the social life of the community, busi- 
ness reasons made it necessary for him 
to decline some of the honors which 
Augusta in fact sought to bestow upon 
him. Of the Rotary Club he was one of 
the most active members. Last year 
he was tendered the presidency of that 
organization, but had to decline. The 
Augusta. Herald said of Mr. Banghart 
that he is a _ technician without 
pedantry; a street railway manager 
without enemies; a disciplinarian with- 
out harshness; a humorist without 
cynicism; a leader without egotism, and 
a man without guile. Praise, indeed, 
but not too much. So much for the 
man. Of his work the Augusta 
Chronicle said that “he found the local 
system in bad condition and has built 
it up in efficiency and in the esteem 
of the people and it can be stated with- 
out any exaggeration that the Augusta- 
Aiken Railway & Electric Company is 
in better standing with the people of 
the community than in many years, and 
a large part of this improved esteem 
is due to Charles S. Banghart.” 


Mr. Banghart went to Augusta in 
1919. He has been engaged in electric 
railway work since 1892, being con- 
nected in turn since that time with the 
Thomson-Houston Company, the Union 
Traction Company, Reading, the New 
York & Queens County Railway and the 
Binghamton Street Railway. The prop- 
erties on Staten Island with which he 
now has become connected are the suc- 
cessors after reorganization of the 
Richmond Light & Railroad Company. 
The White interests bought into them 
some time ago, and under the reorgan- 
ization the lighting and railroad prop- 
erties have been segregated. Of all 
the boroughs of Greater New York the 
borough of Richmond, in which Staten 


C. S. Banghart 


Island is located, has, on account of its 
somewhat isolated position, been the last 
to feel the impetus of the growth of the 
greater city, but with the prospect of 
its connection by tunnel with the rest 
of the city, great’ expansion appears to 
be ahead of it in the next few years. 
The White interests are planning for 
this, and in the work of rehabilitating 
the properties there and expanding 
them Mr. Banghart will undoubtedly 
be called upon to play a large part un- 
der the direction of President J. H. 
Pardee. 

R. L. Rand, formerly vice-president 
and manager of the Richmond Light & 
Railroad Company, will continue with 
the successor company in the capacity 
of general manager. He has been con- 
nected with the properties for a long 
time. 


Mr. Queeney Appointed Assistant 
to Mr. Mitten 


J. A. Queeney, for many years special 
representative of the railway depart- 
ment of the General Electric Company 
at Schenectady, has resigned from that 
concern to accept the position of assis- 
tant to T. E. Mitten, chairman of the 
board of the Philadelphia Rapid Transit 
Company. 


C. S. MacCalla at 
Youngstown 


Made Vice-President and General Man- 
ager of Pennsylvania-Ohio 
Electric Company 


C. S. MacCalla has been made vice- 
president and general manager of the 
Pennsylvania-Ohio Electric Company 
and the Youngstown Municipal Railway 
and other subsidiaries of the Pennsyl- 
vania-Ohio System operating city rail- 
way lines in and interurban lines be- 
tween Youngstown and Warren, Ohio, 
and Sharon and New Castle, Pa. He 
assumed the duties of these offices on 
Sept. 1, succeeding Garrett T. Seely. 

Mr. MacCalla brings to his new field 
of activity a wide and varied experience 
in public utility operation, both in the 
railway and the light and power divi- 
sions of the electrical industry. He 
was born in Wallingford, Pa., in 1876. 
Immediately upon leaving Lehigh Uni- 
versity, where he was graduated in 
1896, Mr. MacCalla began his work with 
public utilities, spending brief periods 
in the installation department of the 
Philadelphia Bell Telephone Company 
and as a “trouble shooter” for the 
Edison Electric Light Company, Phila- 
delphia, now the Philadelphia Electric 
Company. Then followed four years 
with the Edison Electric Illuminating 
Company of Brooklyn (Brooklyn Edison 
Company) successively as draftsman, 
construction boss and general construc- 
tion foreman. 

Active electric railway experience be- 
gan in 1901 when Mr. MacCalla joined 
the foreign department of the General 
Electric Company as principal assistant 
engineer in charge of the installation 
and initial operation of the Sydney, 
Australia, tramways system for the 
New South Wales government, the 
work including the installation of the 
steam-electric generating plant, sub- 
stations and railway equipment, the 
system being the then largest three- 
phase transmission plant south of the 
equator. 

In 1908 Mr. MacCalla went to the 
Pacific Coast, where he was identified 
with the Washington Water Power 
Company, Spokane, Wash., for fifteen 
years, successively as assistant to the 
general manager, assistant general 
manager, general manager and vice- 
president and general manager, con- 
tinuing in the last named position for 
five years, and having full charge of 
operations, both power and railway, in 
Spokane and some thirty-odd smaller 
cities and towns within a radius ‘of 100 
miles. He equipped the Spokane city 
yailways with one-man Birney safety 
cars, the installation being the first in 
any city of more than 100,000 
population. 

Returning to the east, Mr. MacCalla 
was elected vice-president and general 
manager of the Virginian Power Com- 
pany, Charleston, W. Va., which posi- 
tion he recently resigned. 

During his residence in West Vir- 
ginia he was appointed by the Governor 
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to the state board for registration of 
engineers and as a delegate to repre- 
sent the State at the water power con- 
ference in New York in February, 1922. 

Mr. MacCalla is a member of the 
American Society of Civil Engineers 
and a fellow of the American Institute 
of Electrical Engineers, being active in 
both organizations. 


G. T. Seely Resigns from 
Youngstown Companies 


Garrett T. Seely has resigned as vice- 
president and general manager of the 
Pennsylvania-Ohio Electric Company 
and the Youngstown Municipal Rail- 
way, Youngstown, Ohio. Mr. Seely 
succeeded Richard T. ‘Sullivan with the 
properties’ at Youngstown in 1919. 
Previous to that time he was assistant 
general manager of the several elevated 
railways in Chicago. Coming from 
work in the steam railway field, his 
first connection in electric railway work 
was as engineer maintenance of way 
of the South Side Elevated Railroad, 
Chicago. He was subsequently ad- 
vanced to the position of vice-president, 
and general manager of this company. 
When the four elevated railways in 
Chicago were consolidated in 1911 as 
to operation and management he was 
made assistant general manager of the 
combined system. He remained in this 
capacity until 1919, when he went to 
Youngstown. 

Mr. Seely was graduated from the 
University of Illinois in civil engineer- 
ing in 1899. At the meeting of the 
American Electric Railway Association 
last fall Mr. Seely was elected presi- 
dent of the Transportation & Traffic 
Association. He has always been ac- 
tive and interested in sectional and 
national association work and previous 
to his election as president of the 
Traffic Association held important 
offices in the Illinois Electric Railway 
Association, the Central Electric Rail- 
way Association and National Electric 
Light Association. He has been one of 
the most progressive among railway 
men in adopting the bus as an addi- 
tional transportation tool, and also in 
devising ways of better merchandising 
of the transportation services. 


New Manager Named at Augusta 


F. Bayard Culley, assistant secretary 
and treasurer of the Augusta-Aiken 
Railway & Electric Corporation, has 
been appointed general manager of the 
company to succeed Charles S. Bang- 
hart, appointed to the Staten Island 
Electric Company, as noted elsewhere 
in this issue. Mr. Culley is an Augus- 
tan. He has been with the Augusta- 
Aiken since 1907, and has won pro- 
motion after promotion until he has 
now earned a position which places him 
in charge of the property. He has 
worked in the closest touch with Mr. 
Banghart and is particularly well quali- 
fied to take over the general manager- 
ship. Mr. Culley is a Virginian by 
birth and lived for a while in South 
Carolina, but Augusta has been his 
home for many years. 
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N. H. Brown at Alliance 


Former Buffalo Executive Made Gen- 
eral Manager of Stark Electric 
Railroad 


Nelson H. brown has been appointed 
general manager of the Stark Electric 
Railroad, Alliance, Ohio, a high-speed 
line operating between Canton and 
Salem, Ohio. Prior to accepting ap- 
pointment to the company at Alliance, 
Mr. Brown was general manager of the 
Buffalo & Lackawanna Traction Com- 
pany and the general manager of the 
Depew & Lancaster Railway Corpora- 
tion, Buffalo, N. Y., for two and a half 
years. 

After many years of service in steam 
and electric railway work, including 
connections with the New York Central 
Railroad, the Syracuse Rapid Transit 
Railway, the Worcester Consolidated 
Street Railway and the Albany South- 
ern Railroad, among others, Mr. Brown 


N. H. Brown 


in January, 1913, accepted the position 
of assistant superintendent of trans- 
portation of the International Railway, 
Buffalo, N. Y., realizing the broader 
field of opportunity which the position 
with that company opened to him. On 
June 1 of the same year he was pro- 
moted to the position of superintendent 
of transportation of the Buffalo Divi- 
sion, and in November, 1915, was made 
general superintendent of the company. 

In 1917 Mr. Brown was transferred 
from the position of superintendent of 
transportation at Buffalo to that of 
manager of the electric railway prop- 
erties of the New Orleans Railway & 
Light Company, both of which were 
then subsidiaries of the United Gas & 
Electric Corporation. He returned to 
Buffalo from New Orleans in the spring 
of 1921 and became general manager 
of the Buffalo & Lackawanna Traction 
Company and the Depew & Lancaster 
Railway Corporation. 


H. W. Witherspoon, general manager 
of the Stark Electric Railroad, Alli- 
ance, Ohio, has resigned to enter busi- 
ness for himself in Alliance. Mr. 
Witherspoon will terminate five years 
of active service with the railway. He 
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was general superintendent for two 
years and general manager for a year 
and a half. 

John T. Boifeuillet, Macon, Ga., has 
been elected vice-chairman. of the 
Georgia Public Service Commission to 
succeed James A. Perry, who had 
served as vice-chairman of the commis- 
sion for some time. Mr. Perry was 
deposed by the other members due to 
his activities before the recent session 
of the Georgia State Legislature, in 
which he advocated reduction of the 
commission from five to three members. 


Malcolm H. Hendee has been ap- 
pointed to sueceed F. Bayard Culley 
as assistant secretary and treasurer of 
the Augusta-Aiken Railway & Electric 
Company. He is a, Georgian, and came 
to Augusta when a very young man. 
He went with the Augusta-Aiken in 
1908 as a stenographer. Recently he 
has been the commercial manager for 
the organization, having worked his 
way up step by step. 

Granville Lyon, formerly connected 
with the securities department of the 
Wisconsin Power, Light & Heat Com- 
pany, Madison, has been appointed 
manager of ‘the newly formed utilities 
securities department of the Eastern 
Wisconsin Electric Company, Fond du 
Lac. He will have charge of this branch 
of the business in the state of Wis- 
consin, as well as being head of the new 
department. 


Donald R. Keith, formerly of Lima, 
Ohio, has been placed in charge of the 
Springfield, Ohio, office of the depart- 
ment of public relations of the Indiana, 
Columbus & Eastern Traction Company, 
according to an announcement on Sept. 
3. The appointment follows the trans- 
fer recently of Arthur V. Bland, direc- 
tor of the department, and his aids to 
Columbus. Mr. Keith will represent 
the department in Springfield and also 
will supply publicity for his district to 
the newspapers. M. W. Henney, who 
was temporarily in charge: of the 
Springfield office, has been transferred 
to Dayton, where he will represent the 
department. 

SS 


Obituary 


Andrew B. Shelton, conductor on the 
Denver Tramway lines for more than 
thirty-three years, died recently after 
a brief illness. “Pop” Shelton, as he 
was affectionately called, came to Den- 
ver in 1874. He was one of the first 
employees of the old cable system. 


Harold Wayne Arnold, who had been 
with the Arnold Company, engineers 
and constructors of Chicago, for the 
last seven years, died on Aug. 3 after 
an illness of five weeks. He was some 
time ago a salesman with the Sprague 
Electric Company and also served in 
that capacity with the Western Elec- 
tric Company. Mr. Arnold was a native 
of Nebraska, but went to Arkansas in 
1894, where he entered the electrical 
business. He was a brother of Col. 
Bion J. Arnold. He was forty-nine 
years OI age. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Weekly Soft Coal Output Sets 
Record for Year 


The week ended Aug. 25 showed the 
largest production of soft coal for any 
week during the present calendar year, 
according to reports of the United States 
Geological Survey. The total for the 
week is estimated at 11,346,000 net tons, 
which is an increase of 503,000 tons 
over the figure for the preceding week. 
Early returns on car loading for the 
week Aug. 28 to Sept. 1 indicate a fur- 
ther inerease, with a probable total of 
about 11,500,000 net tons. 

Bituminous production for the first 
201 working days of 1923 was 357,036,- 
000 net tons. This total is almost iden- 
tical with production in 1917 and is ex- 
ceeded only by that of the year 1918, 
which was one of abnormal activity 
owing to the war. Figures for the 
years 1919, 1920, 1921 and 1922 all fall 
far below those of production for the 
current year. 


BITUMINOUS STORAGE INCREASED 


Soft coal continued to flow into stor- 
age during July, and on Aug. 1 com- 
mercial consumers had on hand ap- 
proximately 51,000,000 net tons. In 
comparison with the figure for the first 
of the preceding month, this was an in- 
erease of 5,000,000 tons. Progress in 
the building up of stock from the low 
point reached on Sept. 1, 1922, owing 
to draft on reserve during the strike 

_ last summer, has been practically un- 
interrupted, and in the eleven months 
that have elapsed there has been a net 
gain of 29,000,000 tons. Stocks on Aug. 
1 of this year were 10,000,000 tons in 
excess of those on hand a year ago. 
Available records show that the supply 
in storage on Aug. 1 this year has been 
exceeded only during the period at the 
close of the war and just prior to the 
miners’ strike of 1922. 

Measured in terms of tons, stocks 
increased 10.9 per cent during July. 
Measured in terms of days supply the 
increase was 18.9 per cent. The larger 
increase in days supply was due to the 
fact that the rate of consumption de- 
creased in July, thereby increasing the 
length of time the tonnage on hand 
would last. At the rate of consumption 
in July, the stocks on hand Aug. 1 were 
sufficient to last forty-four days on the 
average. This average is based on the 
assumption that stocks were evenly di- 
vided, and as such is never the case, the 

figure has value only for general com- 
parison. 

Stocks are far above the average in 
some communities and far below in 
others. New England is well supplied, 
having over ninety days supply on hand. 
The Eastern seaboard generally is in 


good shape, the supply of bituminous on 
hand being sufficient for from sixty to 


ninety days. About the same condition 
prevails in the Northwest. In the Cen- 
tral and Southwestern states the condi- 
tions are not so good. Stocks in those 
regions vary from a sixty days supply 
down to almost nothing. 


Harp CoAL Stocks Low AT 
PRESENT TIME 


Anthracite stocks, on the other hand, 
are in very poor shape. Throughout 
New England and the Middle Atlantic 
states the retailers’ stocks of hard coal 
on Aug. 1, 1923, ranged from 25 per 
cent to 50 per cent below those on hand 
Aug. 1, 1921, the last normal year. Con- 
ditions in the Central states were some- 
what better, but in no case is any large 
surplus on hand. Retail dealers gen- 
erally received more anthracite in July 
than they delivered and their total 
stocks on Aug. 1 were 4 per cent larger 
than on the first of the preceding 
month. These stocks, however, were 
much lower than during the summer of 
preceding years, largely because of the 
rapidity with which coal has been taken 
by the consumers. The production of 
anthracite in the week ended Aug. 25 
established the year’s high record for 
weekly output. The total for the week 
ended Sept. 1 will probably be much 
reduced because the collieries were 
shut down on Saturday and production 
slowed up on Friday in anticipation of 
the present suspension. 


Fuel Oil Has Limited Possibilities 
as Substitute for Coal 


As a result of periodic labor troubles 
in the mine fields and consequent coal 
shortages, many consumers have been 
tempted to replace coal burning fur- 
naces by oil-burning apparatus. Ac- 
cording to some oil refineries, however, 
this step should not be taken without 
careful consideration. It is likely that 
the economies now possible by the use 
of fuel oil will not continue to be pos- 
sible for a period much longer than five 
years. 

It is pointed out that the crude oil 
supply in the United States is strictly 
limited, the amount yet available being 
estimated at about 9,000,000,000 bbl. 
Of this amount 5,000,000,000 may be 
classed as being actually in sight and 
the other 4,000,000,000 bbl. as a possi- 
bility. A survey by geologists indicates 
that there are three principal sources 
of petroleum in the United States and 
gives the approximate quantity to be 
expected from each. It is thought that 
there are in the Gulf Coast region, in- 
cluding the states of Texas and Louisi- 
ana, about 2,100,000 bbl. The California 


oil fields should yield about 1,850,000 
bbl. according to their estimate, and 
those in Oklahoma 1,340,000 bbl. The 
remainder of the 9,000,000,000 is dis- 
tributed in numerous states with no 
very large concentration at any One 
point. Since the publication of the ré- 
port, additional wells have been dis- 
covered in California and it now appears 
probable that a greater supply than 
was estimated will be available there. 

The ordinary life of a flowing well 
is said to be about two years. Pumping 
may add one year more to the life of a 
well but will likewise add very con- 
siderably to the cost of the oil. It is 
expected that the California oil fields 
will be able to maintain their present 
output for about eighteen months more. 
A large production may be expected 
from the wells in Oklahoma and the 
Gulf Coast states for about two years 
more. The output of crude petroleum 
after the expiration of that time will 
depend largely upon the opening up of 
new fields in the future. 

The total production of oil in the 
United States at the present time is not 
quite 500,000,000 bbl. annually. The 
consumption, however, is well over 
500,000,000 bbl. Under these circum- 
stances, with the total supply limited, 
it is evident that present low prices 
and abundant production will not con- 
tinue indefinitely. There is, however, 
a possibility that the development of 
South American oil fields will balance 
the decreasing supply in the United 
States. At the same time refiners point 
out that methods of extraction are 
being constantly improved and there 
remains less residue for fuel oil. On 
this account any hasty decision to re- 
place coal burning furnaces by oil- 
burning furnaces would seem to be un- 
wise. 


Copper Price Declines 


Recent quotations give a price of 
copper in small quantities as low as 
13% cents per pound. This is a reduc- 
tion of more than 2 cents per pound 
from the price prevailing a number of 
weeks ago. At this figure manufac- 
turers say copper is selling below the 
actual cost of production. The par- 
ticular occasion for this decline appears 
to be a further slackening in the 
foreign demand. 


Metal, Coal and Material Prices 


Metals—New York Sept. 4, 1923 
Copper, electrolytic, cents perlb........... 13.687 
Copper wire base, cents perlb............. 16 50 
ead, contsperibsee sash t ss cck ok 6.80 
ZinGy cents perdi sta: Mee sbie s foo ecu 6.82 
Tin, Straits, cents perlb.................. 41.375 


Bituminous Coal, f.o.b. Mines 


Franklin, Il., screenings, Chicago, net tons. 
Central, Dl., screenings, Chicago, net tons... 
Kansas screenings, Kansas City, net tons... 


Materials 


Rubber-covered wire, N. Y., No. 

1,000 ft : AE ER tes 
Weatherproof wire base, N. Y., cents per lb. 18.75 
Cement, Chicago net prices, without bags.. $2.20 


5 
: : Rete 2. 
Pittsburgh mine run, Pittsburgh, net tons. . 2.30 
1 
1 
2 


per 
Turpentine, (bbl. lots), N. Y., pergal....... $0. 95 
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Track and Line 
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Muskegon Traction & Lighting Com- 
pany has been granted permission to 
extend its Ottawa Street car line to 
Getty Avenue. 

Memphis Street Railway will extend 
the Florida Street line 900 ft. south of 
the present terminus to the point 
intersected by the Horn Lake Road. 

Toronto, Ont.—The City Council has 
sanctioned the payment of $5,000,000 
to the Toronto Transportation Com- 
mission for the program of rehabilita- 
tion of the street railway system for 
1923. 

Niagara, St. Catharines & Toronto 
Railway has planned improvements 
throughout the Niagara peninsula eall- 
ing for an expenditure of $2,300,000. 
Of this amount it is estimated about 
$300,000 will be used for the building of 
a new terminal in St. Catharines. 


Charleston Consolidated Railway & 
Lighting Company, Charleston, S. C., 
will soon start work on putting in a 
single track on King Street between 
Line and Cleveland, taking the place 
of the present double track. The old 
rails will be taken up and new ones 
laid. 

Southern Public Utilities Company, 
Charlotte, N. C., will construct an ex- 
tension of the West Highlands line to 
the new city high school. The work 
will be pushed to completion so that the 
greater facilities thus presented may be 
supplied to the pupils in the coming 
session. 

Tennessee Electric Power Company, 
Chattanooga, Tenn., is making exten- 
sive improvements to its system in the 
Chattanooga district. A double-track 
section is being laid on East Four- 
teenth Street and work will soon be 
started laying new tracks on Central 
Avenue, West Ninth Street and on 
Chestnut to Main. 


Indiana Service Corporation, Fort 
Wayne, will receive a franchise for the 
laying of a double car line on Lafayette 
Street from Lewis Street to Wallace 
Street. A petition for the franchise 
has been under advisement since it was 
presented to the board some months 
ago. The laying of tracks on Lafayette 
Street will give the company another 
line into the southern part of the city 
and will eliminate some of the con- 
gestion on Calhoun Street. Under the 
agreement, the company agrees to bear 
some of the expense of constructing 
the subway at Lafayette Street. 


San Francisco-Oakland Terminal Rail- 
ways, Oakland, Cal., has just finished 
rebuilding a double track on North 
Grove Street, in Berkeley, from 
Berkeley Way to Hopkins Street, a dis- 
tance of 4,802 ft. The cost was $92,000. 
The company is now engaged in one 
of the most expensive pieces of double- 
track reconstruction it has ever under- 
taken. The work is being done on Tele- 
graph Avenue, from Fifty-Second 
Street, in Oakland, to Dwight Way, in 
Berkeley, a total distance of 9,733 ft. 


EHLECTRNGeSRAILWAY 
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The Oakland portion of the job will cost 
$127,700 and the Berkeley portion 
$87,200. 

United Railways, St. Louis, through 
Receiver Wells, has been authorized to 
spend $1,218,806 during the balance of 
1923 for construction, reconstruction, 
repairs and maintenance of the com- 
pany’s properties. For buildings and 
alterations in shops and_ substa- 
tions, $212,000; for substation equip- 
ment, $161,450; for bridge construction 
$10,000 has been set aside. Earlier in 
the year Judge Faris authorized expen- 
ditures totaling $1,628,455, the total for 
the entire year being $2,847,261. For 
street paving and trackwork $1,366,480 
has been allotted. Most of this will be 
spent for reconstructing tracks. 


aimee 


Power Houses, Shops and 
Buildings 


Illinois Power & Light Company, Chi- 
cago, IIl., will construct a power plant 
on Lake Decatur to cost $5,000,000. 


Eastern Wisconsin Electric Com- 
pany, Sheboygan, Wis., will construct 
a freight depot at the local carhouse in 
Fond du Lae. This will take care of 
service demands on account of the 
establishment of through interurban 
passenger and freight service connect- 
ing Fond du Lac, Milwaukee and Green 
Bay. 

Wisconsin Public Service Corporation, 
Green Bay, Wis., has purchased the 
Davies Falls waterpower site on the Pike 
River south of Amberg, where the com- 
pany proposes to add and erect another 
hydro-electric plant to its rapidly grow- 
ing hydro-electric generation business. 
This company has just completed con- 
struction work on its Johnson Falls 
hydro-electric plant and is now actively 
engaged in developing another plant at 
Caldron Falls. 

Springfield Traction Company, 
Springfield, Mo., is increasing the size 
of its carhouse by the erection of a 
brick and structural steel addition 81 
ft. wide by 78 ft. 6 in. This addition is 
necessary to take care of cars and buses 
operated by the company. The building 
is being constructed by Sanderson & 
Porter, who are doing considerable 
other work in the city, and will be com- 
pleted about Oct. 1. The entire cost of 
the addition will be in the neighbor- 
hood of $30,000. 


2 EERieNtieid ieee 
Trade Notes 


Hoggson & Pettis Manufacturing 
Company, New Haven, Conn., has ac- 
quired by purchase the assets, good 
will and business of the Sterling-Meaker 
Company. It is prepared to furnish 
repair parts and accessories as well as 
registers of this make to electric rail- 
ways in the market for this type of 
equipment. 

Uehling Instrument Company, Pater- 
son, N. J., combustion engineers and 
manufacturers of steam power plant 
economy apparatus, including GO, re- 
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corders, has appointed three new South- 
ern representatives, namely, Connor- 
Hudson Company, Southwestern Life 
Building, Dallas; Gibbens & Gordon, 
Inc., 532 Canal Street, New Orleans, 
and the Cornell Mathews Company, 10 
Oak Street, Orlando, Fla. These new 
representatives are fully equipped to 
give the personal service demanded by 
the growing business in the Gulf States. 


American Railways Equipment Com- 
pany, Dayton, will locate its new plant 
in Springfield if citizens of that city 
will subscribe at least $30,000 in stock. 
Representatives of the company made 
this statement on Aug. 25 while in 
Springfield in an effort to interest local 
organizations in the proposition. The 
company manufactures a new type of 
street car fare and transfer device, 
demonstration of which was given be- 
fore members of the Springfield Cham- 
ber of Commerce, street railway men 
and others recently. The machine, in 
one operation, distributes the money, 
totals the fares and issues transfers. 


New Advertising Literature 


Bates Expanded Steel Truss Com- 
pany, Chicago, has issued a forty-nine- 
page pamphlet on its steel poles. The 
pamphlet is mainly illustrations, with 
some descriptive matter accompanying 
each picture. 


Johns Pratt Company, Hartford, 
Conn., has just issued two attractive 
folders, one describing its “Noark” 
meter service switch for single-phase 
and direct-current service; the other 
emphasizing safety features of “Noark” 
fuses. 


Reliance Electric & Engineering Com- 
pany, Cleveland, has issued a new bulle- 
tin, No. 1014, descriptive of type “AS” 
Reliance adjustable speed motors of the 
armature shifting design. The booklet 
contains twenty-four pages and is 
illustrated. 


Metal & Thermit Corporation, New 
York, N. Y., has. issued a new Thermit 
rail welding pamphlet, which brings up 
to date. the whole subject of Thermit 
rail welding to cover the many recent 
improvements in economy and effi- 
ciency. The pamphlet includes detailed 
instructions, accompanied by  illus- 
trations and. drawings, showing steps 
in making the improved Thermit rail 
weld which has greatly reduced the cost 
per joint. Improved apparatus used in 
connection with Thermit rail welding, 
such as the self-luting mold box and 
the new lightweight double-burner pre- 
heater, which have greatly accelerated ) 
the speed of operation, is described in 
detail for the first time, as well as 
illustrations showing results of a ten 
years’ service test of the Thermit rail 
weld, also rail bending and drop tests. 
Instructions for using Thermit for 
welding compromise joints, construct- 
ing frogs and crossings and repairing 
loose arms of mates and switches have 
also been included in complete form. 
At the end of the pamphlet is a discus- 
sion of the theory of rail joints. 


